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Train Accidents in May. 


The following accidents to trains are included in our rec- 
ord for the month of May : 
COLLISIONS. 
REAR. 


On the night of the 1st the engine of a freight train on the 
Cincinnatti, Indianapolis, St. Louis Chicago road - cut 
loose from its train near Franklin, Ind., to run ahead to a 
water tank. The brakes were not put on with sufficient 
force, and the train ran into the engine, wrecking several 
cars and damaging the tender severely. 

On the afternoon of the 2d a stock train on the Baltimore 
& Obio road ran into the rear of a way freight near 
Buckeyestown, Va., wrecking several cars and damaging 
the engine. 

On the morning of the 5th a Chicago & Grand Trunk 
freight train ran into the rear of a Chicago & Kastern [lli- 
nois passenger, on the Chicago & Western Indiana track, 
which is used by both roads near South Englewood, IIl. 
The rear car was completely wrecked and two others dam- 
aged. The engineer and one passenger were fatally burt, 
and nineteen others were less severely injured. There was 
a heavy fog at the time of the collision. 

Very early on the morning of the 10th a freight train on 
the Pennsylvania Railroad broke in two near Huntingdon, 
Pa, and the rear section afterwards ran into the forward 
pene wrecking nearly twenty cars and piling them up in a 

eap. 

A moment afterwards, and in the confusion before a 
signal could be sent back, a following freight ran into the 
wreck, completing its destruction. The engine of the second 
freight was thrown over down a bank with a number of its 
cars piled up on top of it. The engineer was fatally hurt, 
and the firemen slightly injared. The destruction of prop- 
erty was very great, nearly all the cars being loaded. 

On the morning of the 12th a special passenger train 
which had taken out some new cars on a trial trip on the 
Pennsylvania Railroad near Altoona, Pa., ran into a switch- 
ing freight train. The engine and several ore cars were 
wrecked. The engineer jumped, but struck bis head on a 
stone and was killed. 

On the evening of the 13th a passenger train on the New 
York, Susquehanna & Western road ran into the rear of a 
freight train near New Durham, N. J., damaging several 
cars. 

On the night of the 16th a freight train on the East Ten- 
nessee, Virginia & Georgia road broke in two near Dalton, 
Ga., and the rear section afterwards ran into the forward 
one, piling up fourteen cars in a very bad wreck and block- 
ing the road seven hours. 

On the morning of the 17th a freight train on the New 
York Central & Hudson River road ran over an open 
switch and into a freight train standing on the opposite 
track at Chittenango, N. Y. The locomotive and sixteen 
cars were piled up in a bad wreck, an engineer killed and a 
brakeman badly burt. The accident was caused by the 
freigbt train mistaking a signal to come ahead which was 
given to a passenger train on an adjoining track and started 
up accordingly. 

On the moruing of the 17th a freight train on the Houston 
& Texas Central road ran intoa preceding freight near 
Dallas, Tex., wrecking the caboose. 

On the morning of the 21st a freght train on the Pitts- 
burgh, Cincinvati & St. Louis ran intoa passenger train 
which was standing on the track at Wheeling Junction, W. 
Va. The rear car of the passenger train was wrecked, kill- 
ing one passenger and injuring five trainmen. A flagman 
had been sevt out to warn the freight, but his signal was not 
seen owing to a dense fog. 

Near midnight on the 22da freight train on the New 
York, Susquebauna & Western road ran over a misplaced 
switch ani into a milk train standing on a siding in Jersey 
City, N. J. The engine and two cars were damaged. 

On the evening of the 27th a passenger train on the Ala- 
bama Great Southern road ran over a misplacei switch and 
into a freight train standing on a siding at Boligee, Ala., 
damaging both engines and several cars. 

On the evening of the 27tha freight train on the Wabash, 
St. Louis & Pacific road ran into a preceding freight which 
had stopped to switch some cars at Auburn Mines, [ll]. The 
engine was damaged and four cars wrecked. 

On the morning of the 28th a freight train on the Pennsyl- 
vania Railroad ran into a preceding freight near Johnstown, 
Pa., damaging the engine and wrecking s2veral cars. It is 
said that the first train had sent back a flagman, but he did 
not go far enough. 

On the evening of the 28th a Kansas City, St. Joseph & 
Council Bluffs passenger train ran into the rear of a Chicago, 
Burlington & Quincy passenger train at Pacific Junction, 
Ia. The engine and two cars were badly wrecked. - 

On the afternoon of the 29th a passenger train on the East 
Tennessee, Virginia & Georgia road struck a box car 
which had been run upon the main track near Chattanooga, 
Tenn. Theengine and two cars were wrecked .and the en- 
gineer badly burt. 

Early on the morning of the 3lst a freight train on the 
New York, West Shore & Buffalo road ran intoa wrecking 
train near Utica, N. Y., pare = two cars very badly and 
the locomotive of the freight slightly. 

On the morning of the 31st a freight train on the Phila- 
delphia & Reading road ran over a misplaced switch and 
into some coal cars ona siding in Columbia, Pa., and six cars 


were wrecked. 

Oa the night of the 3lst a Northern Central senger 
train ran into the rear of a Cumberland Valley freight in 
Bridgeport, Pa., damaging several cars and injuring four 
trainmen. 


BUTTING. 

On the morning of the 1st there was a butting collision 
between two freight trains on the Chicago, Burlington and 
Quincy road, near Cedar Creek, Neb. th engines anda 
number of cars were piled up together in a very bad wreck, 
the locomotives being so wedged together that it was almost 
impossible to separate them. It was at first supposed that 
one of the firemen was killed, but he was afterward dug 
out of a pile of corn uninjured but nearly suffocated. 

On the evening uf the 4th there was a butting collision 
between two freight trains on the Baltimore & Ohio road 
near Edgewood, Ind., by which both engines and six cars 
were damaged. 

On the evening of the Sth there was a butting collision be 
tween two freight trains on the Chesapeake & Ohio road 
near Ivy, Va. Both locomotives and several cars were 
damaged. 

On the morning of the 14th there was a butting collision 
between a freight train aud a repair train on the Baltimore 
& Ohio road near Connellsville, Pa. The collision took place 





on asharp curve and both trains were running at pretty 
high s The engines were badly wrecked and several 
ears were piled up on top of them. The caboose of the 
gravel train,which was next the engine, caught fire and was 
entirely destroyed. Fourteen men were killed, twelve; of 
them being burned up in the caboose, and another man was 
so badly injured that be died a few hours afterwards. 
Twelve laborers were less severely hurt. The wreck is said 
to have presented a terrible spectacle, a number of bodies 
being burned into a shapeless mass with charred timbers 
piled over them. 

On the afternoon of. the 17th there was a butting collision 
between a passenger and a freight train on the Pittsburgh, 
Fort Wayne & Chicago road near Enon Valley, Pa. 
Both engines, a baggage car, and several freight cars were 
badly damaged, and six trainmen were burt. It is said that 
the accident was caused by the failure of an operator to de- 
liver orders which had been sent nim for the freight train. 

On the night of the 18th there was a butting collision be- 
tween a coal train and a wild engine on the Fall Brook Coal 
Ty road near Corning, N. Y. h engines were 
ore , one of them being thrown down a bank some 15 

eet. : ; 

On the afternoon of the 19th several cars broke loose 
from a freight train on the Chicago, Burlington & Quincy 
road near Villisca, Ia., arid ran back down grade and into 
the head of a following freight train.., wo cars were 
wrecked and the engine badly damaged, and a man who 
was asleep in the caboose was fatally hurt. 

On the night of the 19th, a person unknown, but believed 
to be a discharged brakeman, started a switch engine which 
was standing on the track of the Rensselaer & Sarato; 
road near Mechanicsville, N. Y., and then jumped off. e 
engine ran down the main track at high speed, and about a 
mile south of the station met a passenger train. Both en- 
gines and a baggage car were wrecked, and two trainmen 
were hurt. A man was arrested on suspicion of starting the 
train, but has not been convicted. 

Early on the morning of the 25th there was a butting 
collision between two passenger trains on the New York, 
West Shore and Buffalo road near Savannah, N. Y., 4 
which both engines were wrecked and severai cars damaged. 
Four passengers were killed and six injured. It is said toat 
the east-bound passenger train had received orders to meet 
the west-bound train at Montezuma, and the second section 
of the same at Savannah. The engine passed the first train 
at the appointed place, and upon arriving at Savannah, 
started to go out on a siding in order to let the second section 
erm but that train came up and struck the east-bound train 

efore it could get over the switch. 

On the morning of the 26th there was a butting collision 
between a passenger and a freight train on the Fitchburg 
road near Erving, Both engines were badly damaged 
and four freight cars were threwn down a hank, The en- 
gineer jumped and was slightly hurt. The fireman was 
crushed between the engine and tender and it is thought 
that he will not live. 

On the night of the 28th there was a butting collision be- 
tween two freight trains on the New York Central & Hud- 
son River road near Albion, N. Y. Both engines were com- 
pletely wrecked and 53 cars were badly damaged, 
some twenty of them being piled up on top of the engines. 
The road was blocked all day. An engineer was hurt. 


CROSSING. 


On the night of the 22d.a.freight train on the Auburn 
branch of the New York Central &: Hudson River road 
struck a passenger train on the main line at Brighton, N.Y., 
where the branch tracks cross the main line. The seven rear 
cars of the passenger train were thrown from the track, and 
one of them was very badly damaged. Two trainmen and 
eight passengers were hurt and twelve slightly bruised. 
Among the slightly injured was a Japanese prince who was 
getting bis first experience of railroad travel. 

On the morning of the 28th a passenger train on the Chat- 
taroi road ran into a Chesapeake & Ohio freight traiu 
at Catlettsburg, Ky. The engine and several cars were 


damaged. 
DERAILMENTS. ~ 
BROKEN RAIL. 


On the morning of the 7th a fast passenger train on the 
Wabasb, St. Louis & Pacific road, while running down 
grade at high speed near Decatur, Il., struck a broken rail. 
The engine and baggage cars passed over safely, but two 
passenger cars and a sleeping car were thrown from the 
track. Two of them roiled down the bank, bringing up 
upon their sides, and the third was thrown up nearly on 
end, all three being badly wrecked. One trainman.and one 
passenger were badly injured and 35 others were less 
severely hurt. ‘ 

BROKEN FROG. 


On the morning of the 13th several cars of a freight train 
on the Chicago, Burlington & Quincy road were thrown 
from the track near Lincoln, Neb., by a broken frog. A 
brakeman was hurt. 

BROKEN BRIDGE. 


On the evening of the 13th a freight train on the Denver 
& Rio Grande road broke through a bridge at Thistle, Utah. 
The engine went down into the creek and was completely 
wrecked. The engineer was killed and a fireman and brake- 
man were hurt. The bridge had been weakened by high 
water. 

On the morning of the 22d a freight train on the Pitts- 
burgh & Western road broke through a trestle bridge near 
Karns ‘City, Pa., and the engine and several cars were 
wrecked and two trainmen badly burt 


SPREADING OF RAILS. 


On the night of the 1st several cars of a freight train on 
the Texas & Pacific road were thrown from the track at 
Earles, Tex., by the spreading of the rails, blocking the 
road all night. 

On the afternoon of the 3d the engine of a freight train on 
the Tioga & Elmira State Line read was thrown from the 
track in Tioga, Pa., by the spreading of the rails. 

Early on the morning of the 26th a passenger train on 
the Wabash, St. Louis & Pacific road was thrown from the 
track near Grand Chain, Ill, by the spreading of the rails. 
The engine tpset and was badly wrecked. The engineer 
was seriously hurt and seven passengers slightly injured. 

On the —_ of the 28th the engineof a freight train on 
the Texas & Pacific road was thrown from the track near 
Sherman, Tex., by the spreadi 
injuring the fireman so that 
wounding the engineer badly. 

On the night of the 31st seventeen cars of a freight train 
on the New York, Lake Erie & Western road were thrown 
from the track near Erwin, N. Y., by the spreading of tbe 
rails. The cars were piled up in a very bad wreck, blocking 
both tracks of the road nearly twelve hours. 

BROKEN WHEELS. 

On the evening of the 27th two cars of a freight train on 
the Grand Trunk road were thrown from the track at Dun- 
das, Ont., by a broken wheel. 


BROKEN AXLE, 


On the afternoon of the 9th nine cars of a freight train on 
the Lehigh Valley road were thrown from the track near 


of the rails, and upset, 
e died in an hour, and 








White Haven, Pa., by a broken axle. The road was blocked 
over five hours. 

On the morning of the 21st six cars of a freight train on 
the Cincinnati, Van Wert & Michigan road were thrown 
from the track near Celina, O., by a broken axle. 


BROKEN TRUCK. 


On the morning of the 5th two cars of a freight train on 
the New York Central & Hudson River road were thrown 
from the track near East Creek, N. Y., by the breaking 
down of a truck. The wreck blockaded all four tracks for 
over two hours. . 

On the night of the 15th several cars of a freight train on 
the New York, Lake Erie & Western road were thrown from 
the track near Lackawaxen, Pa., by the breaking of a truck. 


ACCIDENTAL OBSTRUCTION, 


On the morning of the 1st the engine of a freight train on 
the St. Louis, Iron Mountain & Southern road was thrown 
from the track near Bird’s Point, Mo., by a stone which had 
fallen on the rails. 

On the night of the8rd a freight train of the Elmira, 
Cortlandt & Northern road struck a loaded wagon at ¢ 
road-crossing near Breesport, N. Y., and an engine and fo 1) 
cars were thrown from the track. 

On the night of the 22d several cars of a freight train on 
the Boston & Albany road were thrown from the track in 
Pittsfield, Mass., by a brake-beam which dropped down upon 
the rails. The road was blocked for several hours. 

CATTLE. 


On the evening of the 24th the milk train on the Sussex 
Railroad ran over a cow near Andover, N. J., and two cats 
were thrown from the track. ' 

On the morning of the 27th a freight train on the Houston 
& Texas Central road ran over a cow near Navasota, Tex. , 
and the engine and several cars were thrown from the 
track, killing the conductor. 


WASH-OUT. 


Very early on the morning of the 3d a freight train on the 
Texas & Pacific road ran into. a wasb-out near Longview 
Tex., and a number of cars were wrecked. 

On the afternoon of the 18th a freight train on the Mis- 
souri Pacific road ran into a wash-out near Leavenworth, 
Kan., and an engine and seven cars loaded with stock went 
down into the gap and were wrecked. ‘ 

On the night of the 20th a passenger train on the Texas 
& Pacific road ran into a wash-out near Lambert, Tex., and 
four cars were thrown from the track. 


MISPLACED SWITCH. 


On the afternoon of the 2d the engine and several cars 
of a passenger train on the Buffalo, New York & Philadel- 
phia road were thrown from the track at Portville, N. Y., 
by a misplaced switch. The engineer and fireman were 
slightly burt. 

u the evening of the 15th the engine of a passenger train 
on the Alabama Great Southern road was thrown from the 
track at Irondale, Ala., by a misplaced switch. The fire- 
man was badly burt. 

Very early on the morniug of the 20th a passenger train 
on the Albany & Susquehanna road was thrown from the 
track at Nineveh Junction, N. Y., by a. misplaced -switcb. 
A passenger who was alarmed by -the sudden stoppage of 
the train jumped from the ‘platform of the car and was 
badly burt. ‘ 

About noon on the 28th the engine and four cars of a pas- 
senger train on the New York, New Haven & Hartford road 
were thrown from the track at Williamsbridge, N. Y., by a 
misplaced switch, blocking both tracks two hours. 

RAIL REMOVED FOR REPAIRS. 


On the morning of the 29th a freight train on the Union 
Pacific road was thrown from the track in Wahoo, Neb., 
where some trackmen had torn upa rail for repairs and 
neglected to put out a signal, or at least did not put it out 
farenough. The engine was damaged and three cars badly 
wrecked. 

MALICIOUS. 


On the night of the 3d a passenger train on the Illinois 
Central struck a rail which had been laid upon the track by 
persons unknown near Duck Hill, Miss. The engine was 
thrown from the track and upset. The engineer was caught 
under the engine and scalded to death. 

UNEXPLAINED. 

On the evening of the 6th the engine of a passenger train 
on the Chicago. Milwaukee & St. Paul road ran off the track 
in St. Paul, Minn., causing some delay to trains. 

On the afternoon of the 12th the engine of a freight trairf’ 
on the Pennsylvania Railroad ran off the track at Wilkins- 
burg, Pa., causing some delay to trains. 

On the morning of the 13th a freight train on the Hanni- 
bal & St. Joseph road ran off the track near Easton, Mo. 
The engine was upset and several cars went down a bark. 
The engineer and fireman were slightly burt. 

On the morning of the 14th the rear car and caboose of a 
repair train on the New Brunswick road jumped the track 
at a bridge near St. Leonard, N. B. The caboose ran through 
the bridge on the ties and then rolled over, falling some dis- 
tance, injuring five laborers. 

On the night of the 18th a freight train on the Missouri, 
Kansas & Texas road was thrown from the track near Den- 
ison, Tex. The engine upset and several cars were wrecked. 
Three men were hurt. 

On the morning of the 22d several cars of a freight train 
on the Indiana, Bloomington & Western road were thrown 
from the track near Willow Branch, Ind., blocking the road 
several bours. 

On the afternoon of the 22d the engine of a construction 
train on the New York, West Shore & Buffalo road, while 
running backward near Amsterdam, .N. Y., ran off the 
track and upset. There were five men on the engine, one of 
whom was killed and the other four were badly burt. 

On the morning of the 27th several cars of a freight train 
on the Missouri Pacific road ran off the track near Lexing 
ton, Mo., blocking the road some time. 

On the morning of the 27th the express car of a passenger 
train on the New York Central & Hudson River road ran 
off the track in Rochester, N. Y., and was slightly damaged. 

On the morning of the 28th a passenger train on the 
Denver & Rio Grande road ran off the track near Cajion 
City, Col., and the engine upset down a bank, injuring the 
engineer and fireman very badly. 


OTHER ACCIDENTS. 
BOILER EXPLOSIONS. 


On the morning of the 4th the locomotive of a freigh 
train on the Missouri Pacific road exploded its boiler while 
standing on a siding at Lamonte, Mo. The train bad been 
standing for some time waiting for a passenge: train to pass 
and all the trainmen at the time were standing at a tele- 
graph office some distance away, so that all of them escaped 
uninjured, The engine was completely destroyed and large 
pieces of the boiler were thrown yardsaway. Nocause 
is assigned for the explosion. 

On the evening of the 28th the locomotive of a passenger 
train on the Buffalo, New York & Philadelphia road ex- 
ploded its boiler when near Spartapsburg, Pa. A large sec 
tion of the boiler shell was blown completely out and away, 
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but the force of the explosion was forward and the engineer 
and fireman escaped unburt. 
BROKEN COUPLING ROD. 

On the evening of the 19th the engine of a passenger train 
on the Raleigh & Gaston road broke a coupling rod when 
near Henderson, N. C. The engine was considerably dam- 
aged and the train delayed some time. 

CARS BURNED WHILE RUNNING. 

On the afternoon of the 3d a car of a freight train on the 
New York, Pennsylvania & Ohio road caught fire when 
near Jamestown, N. Y., and was entirely destroyed. It is 
supposed to have caught from sparks from the locomotive. 

On the afternoon of the 22d a car of afreight train on the 
New York, Lake Erie & Western road caught fire when 
near Great Bend, N. Y., and the fire spread to three oil 
tanks in the train. The burning cars were cut loose from 
the rest of the train as soon as possible, but they were en- 
tirely destroyed, and the heat was so great that the tracks 
were blocked nearly four hours. The track was entirely de- 
stroyed for a considerable distance, the ties being burned up 
and the rails bent out of shape. 

SUMMARY, 

This is a total of 76 accidents, in which 32 persuns. were 
killed and 150 burt. As compared with May, 1883, there 
was adecrease of 44 accidents, but an increase of 4 killed and 
of 73 injured. 

The five months of the current year to the end of May show 
a total of 586 accidents, 155 killed and 820 injured; a 
monthly average of 107 accidents, 31 killed and 164 burt. 
May was below the average except in the vumber of killed, 
having the smallest number of accidents reported in any 
month for along time. 








Marden’s Steel Brake Beam. 





The accompanying illustrations represent an improved 
brake-beam, brake head and clamp, patented by A.H. Marden, 
of Charlestown, Mass. A full sized beam, with attachments, 
was exhibited at the Master Car-Builders’ Convention at 
Saratoga, and we understand that beams of this pattern 
have been in use a year on nearly 2,000 passenger and 
freight cars. 

The beam proper is of steel, specially rolled for this pur- 
pose in form the of a ‘deck beam,” its proportions being 
us follows: Width of beam, 5) in.; thickness in the centre, 
5¢ in. ; flange of the T, 33¢ in. wide by % in. thick; length of 


stations or where engines are not required to start a train, 
it adds much to the ease of running the train on bad curves, 
on turn-outs, etc., and is much easier on the track. 

Thé 7 in. elevation refers to temporary line or Y’s; for in- 
stance, several deep rock cuts were shunned for many 
months by laying the track around them while the excava- 
tions were being made, and one of the best trackmen I ever 
knew put the track in surface and in line. I think the outer 
rail was 5 in., the higher to start with when I ran around 
the curve for the first time with quite a long train of iron, 
etc. All went well, but the next day when creeping around 
on that curve at about five miles an hour, the engine truck 
axle broke square off in the journal, and it slid into the 
river, about 40 ft. below. The tracks had settled so the rails 
were nearly cut where the engine left the rail, and all outer 
tails were sensibly elevated on bad curves from that date; 
and I think we bad but few trains and but one other engiue 
off the track in six months’ time. 

There wus one place on the road where the permanent 
line curved through a rock excavation, leaving a solid road- 
bed, and continued the curve across a swamp where the em- 
bankment would settle more or less every day for years. 
up to pleasure-seeking. The material that went down there would have reached to 

Hereafter, let us turn over a new leaf. Let us have two/| the clouds almost had it not settled. The place was well 
solid days of work, or at least. one day and‘a half, so that | watched by the track-men, and it was customary to slacken 
citizens of the place where we come together will be gled to | thu speed of passenger trains at that point. The outer rail 
come in and listen. If engineers bring their wives and on that part where it had not ona rock foundation was 
daughters, let them come into the convention to hear what | kept extra high, from its constant settling, and at one time, 
their husbands and fathers have to say and enjoy it, and not | for a wonder, the inside rail had settled the most, and in 
to tax cities all over the country for a mere junketing trip. | slowing down tosay twelve miles an hour, the engine with 
With two good solid days of business and one day and a half | a 6-ft. wheel rather dumped the fireman over on to the en- 
of investigation at works and mills, I think the Society may | gineman, the former having no throttle lever by which to 
hope to live and do useful work ; otherwise it ought to die. | steady himself, and the first impulse and movement was to 

Mr. Hall has written, I presume, to all the members of the | ‘* pull them straight,” and the way those cars tipped down 
Society, in regard to the badge. It is after reading the let_| on the inside of the curve and tumbled the passengers was 
ters, or extracts from the letters from all members, some 75|a caution; but all hands, including expressmen, route 
to 100, and after reading his own opinion and view, that I | ugents, dead-heads and al], were thankful that we had not 
should. judge that the whole difficulty in this matter was, | started for China down through that bottomless swamp. 
that the American Society of Civil Engineers consider! The outerrail may be elevated out of proportion as to 


made for a trip here and a trip there, nothing whatever to 
do with the investigations of the works of the place as a gen- 
eral rule, but for the most part directed to pleasure, and the 
short sessions of the convention, interrupted so much with | 
discussions where they should go and propositions to do this | 
and do that, have no force or power. 

And again it is a lamentable fact that in almost every 
case where appointments are made by steamboat and rail- 
road companies there is a lack of punctuality and a lack of 
regularity in getting the convention to the place at the ap- 
pointed time, so that railroad, steamboat and city officials 
are all disgusted and have more reason to call the convention 
amob than a scientific, orderly body. At the last convention 
especially the failure to keep up to time wasmarked. Much 
was said about “‘standard time,” but the failure with railroad 
men and business men to keep any time was the most notice- 
able thing in the convention. It is time that this thing 
should stop. The majority of the members have long since 
given up writing papers for the convention, and the citizens 
of the places where they meet never think of attending their 
sessions, and so valuable thoughts and valuable discoveries 
are not even presented, but nearly the whole time is given 








themselves above some others who use alevel. The thought looks, and trains run over itapparently well; certainly with 
seems to be that this is an aristocratic society. The level | safety—all of which helps to filla column, but determines 
thing definite as to the question. 





will do for surveyors, but for the Great Society the level is | no 





beam from centres of brake heads, 5 ft.; total length of 
beam, 5 ft. 5 in 

The malleable-iron head is adapted to many forms of 
shoes in general use and is fastened to the steel beam as 
follows: A slot is cut in the lower edge of the T flange of 
the beam 14 in. deep and 3}¢ in. long. The head is cored 
out to fit the T flange, and when in position over the slot in 
the beam a wrought-iron key is driven in opposite the slot 
in the beam, which lifts the nead into the slot and so secures 
it. The key is made tapering at one end, with a balf head 
at the other end. When driven home and the tapered end 
turned up, itsecures the head firmly, preventing all rattling. 
The malleable-iron centre clamp fits the T flange of the 
beam and is kept in place by a bolt. 

This brake-beam, with its attachments complete, weighs 
96 lbs , and being practically imperishable, should effect a 
saving in the expense of repairs and renewals. 








Sontributions. 





The Civil Engineers’ Convention. 


CLEVELAND. U., June 17, 1884. 
To THE EDITOR OF THE RAILROAD GAZETTE: 

The American Society of Civil Engineers was given a 
grand reception at Buffslo. The city did itself honor and 
honored our society really more than it deserved. We 
should have given them better intellectual food, and here- 
after I trust that we will do so. 

Probably there are many members of the Society who 
could say what I am about to say. with more propriety, hav- 
ing been longer in the Society ; but inasmuch as I have been 
at a number of the conventions and I have observed, instead 
of improvement in a certain direction, that we are drifting 
farther and farther from that which would seem to me to 
be the proper order and intent of a convention of scientific 
men like the American Society of Civil Engineers, I am im- 
pelled to make a few remarks trusting they will fall upon 
listening ears of old and young. 

In the first place I consider it a shame for a body of men 
taking the name of a society of civil engineers so to waste 
their time annually in pretending to hold conventions for 
the purpose of discussing new and valuable scientific and 
practical things, while in reality the whole object and aim 
of the management of the Society is pleasure seeking. At 
almost every meeting I have noticed the disappointment of 
the citizens of the place where the convention was held at 
the lack of real, downright, earnest work which they had 
hoped and expected this Society todo. Scarcely has the 
convention convened when a host of announcements are 
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too insignificant. It seems to me that the whole thing has an 
aristocratic ring. I think a level isa very good thing, and | 
levelers are all right. Let us all be of one brotherhood. 
The level is an excellent symbol—that. we are upon the 
same level—and it is a good thought to put the level upon 
the badge. When next we come together in a convention, 
Jet us do ** our level best” in making it what it ought to be, 
without trivialities. would be as much and more than all we have had yet; and, 
I notice among the answers to Mr. Hall's circular one} after all, there are many matters to be thought of both in 
from De Volson Wood suggesting in derision that we use | the experiment and in practice. A dry, hot, dusty day, 
the great Pyramid on the badge of the Society. Probably | with the wind in almost any direction, if it is bigh, will cause 
Mr. Wood is not aware that the pyramid is on the seal of | the car's to run, say at least 10 per cent. harder than in wet, 
the United States of America, and therefore it might not be | dewy or foggy, rainy, still weather. 
thougbt.proper for so small a Society. STICK FOR COUPLING CARS ONCE MORE. 


CHARLES LATIMER. Ordars have ben issued to the employés of the New York 
& New England Railroad who are required to couple cars, 
etc., that they must use a coupling-stick. It appears to be an 
order, and not a suggestion or request, and for that reason 
may be the means of saving life andlimb. There may be 
some unavoidable accidents at this late date in railway 
affairs, but injury to apy one in coupling cars is not one o 
them. 

It isa matter of wonder, when all things are taken into 
consideration, why there is one man killed in a year on al 
old, well-regulated roads in the United States when coup- 
ling cars, for the men are active and know what is required 
of them, are intelligent, and know when the work is and 
when it is not dangerous, from the position or motion of the 
cars, and should, when dangerous, let the coupling go, or 


Should the thirst for truth and real knowledge move 
some one to investigate this subject who should learn the 
time, the extreme curve, the cars, the men and material on 
hand to keep raising the outer railas the work progresses, 
using the same cars at every trial, the same motion when 
the cars are cut loose from the engine; or, better still, should 
drop them down a grade with their own motion only, it 








Notes of a Veteran Railroad Man. 





ELEVATION OF OUTER RAIL ON CURVES. 
TO THE EDITOR OF THE RAILROAD GAZETTE : 

It must be conceded in the future if not at this time, that 
there bas been a good deal of thick-headedness—more of the 
cut-and-try, main strength and stupidity process in railroad 
practice than is called for or has been excusable ; that the 
outlook from the start called for more positive knowledge; | 
but here we are with our fifty years’ experience, and many 
things are unsatisfactory yet ; and as different trains are 
run with varying rates of speed, all cannot be accommodated 
with the same degree of outer rail elevation, and as the 
slow moving trains are not injured with much elevation, | 
and the faster trains will climb the outer railif it is not | take a stick for that purpose. 
elevated, it is safe to say the present practice is about the The writer commenced his work with the railways nearly 
thing, and there has been but little variation from the | 40 years ago, and until 1862 knew of but one man seriously 
present for a generation. burt when coupling cars; frequently heard of others, but 

Over thirty years ago, when running the train that fur-|up to 20 years ago the matter was not so serious from 
nished the material for putting down the main track, | its great frequency as of late years, although there was quite 
sidings, Y’s, etc. , and nearly every day for several seasons | a considerable of a sprinkling of railroads in this country 
with some part of the engineer corps and among the track- | even then. [83,170 miles at the beginning of 1864, against 
- layers and men who surfaced up the track, the conversation | 120,000 at the beginning of this year.—Ep1ToR.] One cause, 
would often turn on this subject of outer rail elevation on | perbaps, is that the cars are now built much stronger, and 
curves, and with all our talk and observation the result was | can stand hard usage. They certainly get it. Of course 
guess-work. Some one or several of the best men would lay | the man doing the coupling is expected to keep every part 
one hand on some part of the engine for support and run | of himself clear of dead-woods, etc., the hand being the only 
with the engine as it was moved back and forth on the curve, | part in danger. Then should the cars come together with 
they keeping an eye on the wheels and on the flanged driv-| too great motion, say the slow walking gait, use a stick 
ing-wheel in backing in particular. When running back- | What is the objection to using the stick? Pride and the fear 
wards and we concluded every inch of elevation up to nine | of being considered incompetent and a new hand at the 
on very bad curves was an improvement, and another great | business, and all that silly nonsense that prevails, more or 
improvement was in having the top and inside of the outer | less, among gregariously disposed men, whose occupation 
rail oiled, or, betver, greased with tallow, and away from ‘collects various members and capacities, 
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The blame in this whole matter rests upon just two men— 
the man who handles the engine, and the man who does the 
coupling. 

Generally speaking, if the train is way freight and the 
day warm, the man that handles the engine will be the fire- 
man, and the newer he is at the business the more careful 
he will proceed. The engineman, after holding the cushion 
down between stations, wants a rest, which he gets at the 
shady side of the depot or some other good place. 

The average engineman sets them up pretty loud and 
strong when tired, provoked or behind time. If the men 
were not acquainted with the business, the grades, cars, 
turnouts, etc., and all the surroundings of the same, there 
might be good reasons to look for the blame elsewhere; but 
the elsewhere looking is out of the question when men are 
ignorant of the requirements. They are to goslow and with 
extra care until they become acquainted, and use the stick 
until automatic couplers are adopted, and hold the engine- 
man the one chiefly to blame for all trouble in coupling cars. 
If he allows the fireman or others to use his engine at sta- 
tions, give him the blame without the benefit of a doubt. If 
there is any time requiring two men on the engine it is 


) 


h 
HN Nl, 
—— 


SUA 
NUM 


—_ 


= 


the work done, and men become very careless and venture- 
some, and keep on so until the next thing we hear injured or 
killed. It is something of a matter of time in many cases 
where the same set of men couple hundreds of cars every 
day or week. 

It is true that many more men are burt coupling cars and 
otherwise connected with the trains than before the war. 
There has been a marked difference since then. Men becam« 
familiar with danger, and it was imparted and imbibea 
perhaps. The injury to trainmen since then has been prc 
rata a great way above the mileage, and should it increas: 
it will be just perfectly awful. 

This matter requires no agitation or discussing. but it is 
hard to believe that it is one-tenth part as bad as they report 
it. H & i. 








Cast Steel Locomotive Driving Wheels, 
Lonpon & NORTHWESTERN RAILWAY, | 
CREWE, May 30, 1884. ) 
To THE EDITOR OF THE RAILROAD GAZETTE : 
I have noticed in your issue No, 18, of the 2d inst., a dis- 
cussion going on as to the method of making wrought iron 
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CAST-STEEL LOCOMOTIVE DRIVING WHEEL. 


when making up the trains, and in other work at way sta- 
tions. 

It is expected that the engineman has better judgment 
from greater experience and responsibilities than the other 
men, and when the cars are coming together with too great 
motion, he should sing out, if the coupling man is very ven- 
turesome, for him to stand clear, and come up easy the next 
time. 


At one time, when backing quite a long train on toa 
siding for more cars, and finding the grade allowed an un- 
exp 2cted speed, and seeing a new brakeman ready to couple 
at ull hazards, he was requested in a very emphatic manner 
to stand clear. ‘‘ There,” said he, “you are the very first 
man that ever did that; but the other enginemen are pro- 
voked if I fail to couple at any rate the cars may be com- 
ing.” He was given to understand that he was accountable 
elsewhere than to the man on the foot-board for his con- 
duct, and that he would luok elsewhere than to the foot-board 
for injury he might receive indirectly from there. 


Near the first of my experience with a train was when 
running one where the work was various, ballasting, grad- 
ing up, trestle work, rip-rapping, hauling wood, etc., and 
where over one hundred names were on the time-book, every 
kind and pattern of engine were used, the same with cars, 
tools, etc., and for over a year not one person was injured 
in the least, nor for years after I had left the same train, as 
I could ever learn. Certain men gave attention to the 
switches and to coupling as well as to other particular 
matters, and none others were allowed to do that work. 


Men may use a coupling stick where it is fashionable, or 
rather customary, or on compulsion; not otherwise. Some 
freight yards in nearness to others often have expert coup- 
lers; then others, not so venturesome or dextrous, wish to 
do as well as the best. All hands are interested in getting 


locomotive wheels in England. It may interest your read- 
ers to know that we have gone a step beyond that now on 
the London & Northwestern Railway, and I inclose you, for 
your information, a set of photographs of solid cast steel 
wheels, the same shape and dimensions as we formerly made 


express engines. In America 1 know there has been a great 
| objection to a crank axle as arule, but I think’‘if they study 
the form of the crank axle of the compound engine, they 
will see that it becomes a very simple affair, and we are 
now bending them under our hydraulic presses from the 
plain round bar ina few minutes. Of course our balance 
weights are cast in, and we find no difficulty in making the 
wheels perfectly solid. F. W. Wess. 
{We understand that Mr. Webb casts these wheels 
in a revolving mold, the centrifugal force driving the 
solid metal toward the rim. and expelling any bubbles 
of gas, which collect in the centre of the hub; and 
consequently the only spongy portion of the wheel is 
cut away in boring for the axle head, or wheel fit. As 
most of our readers are aware, the Crewe Works are 
the most extensive and complete railroad shops in the 
world, not only building all the locomotives for the 
line, but producing all the rails, most of the bridge 
work and roofing, and all the steel plates, tires and 
axles needed for their enormous amount of rolling 
stock, which rather exceeds in number that owned by 
the whole Pennsylvania system. Mr. Webb conse- 
quently possesses great facilities for trying extensive 
and bold experiments, not only in locomotive con- 
struction, but also in permanent way, signals ‘and 
bridge work. As English cast iron is inferior in ten- 
sile strength to our own, cast steel seems the only pos- 





in wrought iron, as I am now using them inthe compound. 
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sible substitute for wrought iron in English locomo- 
tive driving-wheels. Mr. Webb has, however, made a 
large number of cast-iron driving-wheel centres for 
engines for hauling coal trains, where the speed never 
exceeds say 30 miles an hour.—EpiTror RAILROAD 
GAZETTE. | 











Fuel Economy with Locomotives. 


[A paper by Angus Sinclair, read before the American Railway 
Master Mechanics’ Association, at their Convention at Long 
Branch, 1884.] 

iThe American locomotive compares unfavorably in the 
economical application of power with European locomo- 
tives of similar dimensions doing similar work. During 
last March the engines running the Chicago limited express 
on the Pennsylvania Railroad, between Jersey City and 
Philadelpbia, burned 63.35 Ibs. of coal per mile, and though 
engines burning bituminous coal show aslightly better duty, 
this may be accepted asa fair average of American locomo- 
tive practice, with two or three notable exceptions. The 
famous Webb compound locomotive, on the London & 
Northwestern Railway, bas been runving a train of about 
the same weight and speed as the Pennsylvania Railroad’s 
Chicago limited express over a road quite as hard to operate, 
with a fuel expenditure under 30 Ibs. to the mile. his en- 
gine may be regarded as having exceptional means for 
steam-saving, but the best engineering authorities in 
England contend that its performance is no better than that 
of many guod locomotives that are not compounded. The 
“ Gladstone,” an engine on the London & Brighton Railway, 
bav'ng cylinders 1814 x 26, burns 31 Ibs. of coal to the mile, 
while running an express train weighing about 200 tons ata 
speed of 45 miles an bour. 

A Mogul engine, with cylinders 8 x 24, pu)ling 25 leaded 
carsand burning }20 lbs. of coal per mile, may be considered 
among us fair economical work for a freight engine. In 
England a Great Northern Railway freight engine, with 
cylinders 18 x 26, pulls a train over a similar road with a 
fue] consumption of 50 lbs. to the mile. 

If other engines are making a better record than ours, our 
best way toward equaling or excelling them is to recognize 
the truth and investigate the cause. Proper investigation 
would probably identify several causes as contributing to 
the unfavorable record of the American locomotive. A good 
engine is not likely to make an ecovomical showing unless 
the men in charge are interes%ed in bringing about that re- 
sult. The American locomotive engineer and fireman are 
nighly intelligent, but are not trained up in the rigid 
idea of fuel economy that prevails among the enginemen of 
Britain. Roads where strict economy is habitually practiced 
are exceptional bere. The average fireman on the 
ordinary run of roads gives no heed to coal-saving, his 
work being regarded as good so long as he keeps up the 
required bead of steam. Before firemen can be blamed 
for this laxity, an examination of the means at their 
command to promote fuel-saving is necessary, An 
important item of heat waste is the steam thrown away 
through the safety valve. The fireman has received no aid 
from locomotive-builders and designers in restraining 
this source of waste. The ordinary ash-pan is not air-tight, 
and to call its door dampers is a delusion andasnare. There 
is also a greater evil in this than the mere loss of heat by 
steam blowing off. Firemen are prevented from learning 
the practice of regulating the admission of air to suit the 
tire, so they fall into the habit of making the fire suit the 
full admission of air. : 

A pound of coal consumed in the fire-box is capable of 
generating 14,500 units of heat, combustion being effected 
by the oxygen taken from 12 lbs. of air. The 15 lbs. of 
mixed gases heated by the heat liberated from the single 
pound of coal, give a temperature of 4,700 degrees Fahr. 
But locomotive fire-boxes when the engine is working need 
a liberal supply of air to effect complete combustion, and 
18 lbs. of air to the pound of coal is low for the intense draft 
of our engines. To heat up 19 lbs. of gas, one pound of coal 
will not raise the temperature higher than 3,200 degrees 
Fahr.—a loss of 1,500 degrees below the other, and every 
additional pound of superflous air cools the gases of com- 
bustion in like proportion. 

An engine working witb a heavy fire needs more air to 
p-netrate the mass and effect combustion than where a light 
fire iscarried. Our practice is to give the sane supply for both 
cases, and consequently an engine will not steam with a light 
fire, because the rush of air is so owe through the thin 
coating of coal that the gases are chilled below the point of 
ignition. In approaching stations or long descending 
grades, firemen could often let the fire go light if they could 
regulate the admission of air by proper dampers as their 
compeers on British engines are enabled to do. This prac- 
tice of permitting a free rush of air through locomotive 
grates at all times is responsible for more waste of fuel and 
damage to fire-box sheets than is generally recognized. 

Another source of loss is the practice of using viciously 
contracted exhaust nozzles. Induction of furnace draft by 
exhaust steam, is subject to the same laws that regulate the 
induction of a current of water by the steam jet of an in- 
jector, but in violation of these laws, the exhaust steam is 
passed from the pipes through two parallel nozzles, neither 
of which can be central to the lift pipe or stack that the 
steam must use as an induction pipe. An injector will not 
work when the internal tubes are out of line, and an engine 
with double nozzles is in a similar position. The exhaust 
steam does not go straight up the stack, acting like a piston 
to form aclean vacuum bebind. Its tendency is to strike 
on the sides of the stack or pipe, breaking its unity, 
reducing its velocity, and leaving fragments of 
the volume behind. To overcome this obstacle to free 
induction, increased speed of exhaust steam is resorted 
to, which is obtained by contracting the nozzles. The single 
nozzlé is almost universally used in Europe. Av ordinary 
engine with cylinders 17x in. will steam freely with a 
nozzle 5 in. diameter, giving an opening of 19.6 sfuare 
inches. On the elevated railroads of New York single noz- 
zles are employed, and their standard engine with cylinders 
11< 16 in. steam freely with a nozzle 3 in. diameter, or 7 
square inches area of opening, for a cylinder of 1,520 in. 
cubical capacity. Where double nozzles are used, their 
diameter for a cylinder 17 x 24 in. is about 3 in. for a cylin- 
der of 5,424 in. cubical capacity. The steam from this large 
cylinder bas to escape through an opening as small as that 
which induces draft to make steam from a cylinder less than 
one-third its capacity. The ordinary locomotive suffers 
chronically from back pressure in the cylinders, due to un- 
duly contracted exhaust orifices. Steam can be made freely 
with a much lower vacuum when a single nozzle is employed 
than in the case of double nozzles. A decrease of smoke-box 
vacuum effects a saving of fuel, as the fire is not torn up so 
much by the blast. The fire-box temperature is steadier, 
since the current of surplus air is less fluctuating. 

The only advantage claimed for the practice of using 
double nozzles is that asingle opening allows the exhaust 
steam from ore cylinder to shoot over through the junction 
of the exhaust pon into the other cyliuder. causing more 
back pressure than contracted nozzles. This defect is due to 
a wrong pattern of exhaust pipe. Where the pipes are de- 
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signed so taat thesteam is flowing in anearly vertical direc- 
tion before the junction of the pipes is reached, there is no 
trouble from it passing over into the other exhaust pipe. 
Indicator cards taken from the engines on the elevated rail- 
roads show no shooting over of the steam, and British loco- 
motives indicate no loss from this source. 

The larger driving-wheels used in Europe may have 
some influence on economy of heat. The eflect which the 
rapid exhausts have upon the fire appears to have received 
too little attention. When the period between the exhausts 
is long enough to admit the gases to flow with a pulsating 
motion, their speed through the flues must decrease between 
the exhausts. This would permit more of the heat to be ab- 
stracted for evaporation. Those who are in the habit of run- 
ning engines up steep grades with heavy trains know that so 
soon as the engine begins to move slow the generation of 
steam becomes exceedingly rapid, although the engine may 
be working up to its highest capacity. Heavy work done 
under such circumstances is performed very economically, 





partly omitted, so for the same actual steam consumptionthe 
cut-off would be altogether too short for economy, and evi- 
dently the claim that there would be a gain of. about thirty- 
three per cent, additional working power does not appear to 


have been well considered. The fact is that the application of | 
the much-abused link motion and lap-valve to locomotives has | 


effected important savings in two directions; first, in reduc- 
ing wear and tear by extreme cushioning, and second, by 
practically reducing the size of the cylinders at high speeds 
by wire drawing, early release and cushioning. Many 
master mechanics are even increasing the wire-drawing by 
reducing the ports, claiming a saving thereby. This has 


been done for years on the Boston & Albany road, and the | 


only explanation of the result when false valve-faces are 
applied to old engines, so that no saving in clearance spaces 


is made, is that it is a device to bring down the engine | 


power to that of the boiler, more efficient than the throttle 
simply because it is nearer the cylinder. I recommend re- 


ducing the size of the cylinders instead of the ports, thus 
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| part of the casting A is raised or lowered, and the hook 
offset as shown by dotted lines in fig. 1. The full lines show 
the attachment as used with a 51-ft. driving-wheel, the 
dotted lines showing the change necessary for a 5-ft. wheel, 
the distance from the rail to the centre of the hook, and 
from the centre of the hook to centre of bunter, always be- 
ing the same. 

When the attachment is used for freight service a cast-iron 
dog, G,is placed in opening B, as shown in figs. 1 and 2, 
filling the opening so as to prevent lateral motion of the 
coupling-hook C. The dog G is carried attached by a chain 
to the tender frame, orin the tender boxes ; aaare eye- 
boltsfor check-chains. Sheet rubber 14 in. thick is placed 
between casting A and frame. 
| This device appears to supply a need that has been felt for 





which may be due to the slow exbaust permitting effectual | 
absorption of the heat. 

While the American locomotive has many excellent qual- 
ities, there is a possibility of making it lighter on fuel. In 
working towards that end the points brought up in this, 
paper may be found worthy of investigation. 





Unfortunately the limited time at the disposal of the con- | 
vention @id not permit the discussion of this paper, which 
we have given in a somewhat condensed form. 








independent Cut-Offs on Passenger Engines. 


At the Convention of the Mechanical Engineers, held in 
Pittsburgh, Mr. Charles E. Emery, well known for his con- 
nection with government steam engineering work, and with 
the successful steam company of New York, made the fol- | 
lowing remarks on the above subject in discussing Mr. Le 


Van’s paper on ‘‘ New York to Chicago in 17 hours,” which 
at our request he has revised for this jourval from the steno- 
graphic notes: 

Iam much obliged to Mr. Le Van for showing that loco- 





Fig. 
THE COLBY COUP 


motives now in use can be run regularly from New York to 
Chicago in 17 hours simply by keeping the road clear, but I 
predict that no advantage would be obtained by the applica- 
tion of a separate cut-off to these engines as suggested in the | 
last clause of the paper. The cylinders of a locomotive, 
being proportioned for starting a train, are altogether too 
large to operate with economy at the higher speeds. A mere 
inspection of the diagrams will show that if the initial press- 
ure had been held to a point of cut-off which would have 
continued back the same expansion curves, and represented 
therefore the same theoretical steam consumption, such | 
point of cut-off would have been short for best economy. | 
Moreover the shorter cut-off would produce more cylinder 
condensation. This would be intensified if cushioning were , 





Fig. 1. 


THE COLBY COUPLING ATTACHMENT. 


making engines alittle more difficult to start, but much 
more economical at high speeds. On the freight engines of 
the Central Pacific road independent cut-offs have produced 
economy simply because the speed is so low that the supply 
of steam required for the cylinder development is not greater 
than can be supplied by the boilers. A well known builder 
of stationary engines at the East held the same views as Mr. 
Le Van about the locomotive, and after 1 had advised him 
to abandon the subject, for reasons previously stated, he 
also acknowledged tbat he had some time previcusly got 
permission to apply independent cut-off valves in upper sep- 
arate chests to a passenger engine, though he was not al- 
lowed to meddle with the main valves, and bad found to his 


great surprise that he could do no better with his attach- | 
ments in use than when cut-oif was produced with the link | 


motion. 








The Colby Coupling Attachment. 


This is an improved form of coupling attachment for the 


rear end of tenders, and is caleulated to make a better coup- | 


ling between tender and train than the link and pin, still 
very generally used for the purpose. 








3- 
LING ATTACHMENT. 


vice as applied to the tenders of the Boston & Albany Rail- 
road. 

The coupling-hook and draw-bar are attached to the ten- 
der frame as on passenger cars. The improved coupling at- 
tachment consists of the casting or case A, provided with a 
recess or opening B, through which the coupling bar C ex- 
tends, in combination with a spring actuated bunter, D, con- 
tained within and its head projecting rearward through the 
case A. The coupling-bar C can be moved in a lateral di- 
rection by means of a rod Z and chain F, 

For different heights of tenders and of wheels the upper 


We illustrate the de- | 


;some time. Most roads using the Miller coupler have a soiid, 
| stiff, old-fashioned cast-iron draw-head on rear of passenger 
| tenders, necessitating the use of a link in coupling with a 
Miller ‘hook, and also requiring a most awkard bar-iron 
arrangement to serve as a resistance for the buffer on first 
car. Wemay mention, as an incident showing the untrust™ 
worthy character of the coupling now used even on roads 
with a first-class equipment, that on the special train con- 
veying the civil engineers from Buffalo to New York on the 
West Shore route, the coupling between the tender and the 
first car came apart when running at full speed. 














| The Relation of Railroad Wheels and Rails to Each 
Other. 





The following is an abstract of the discussion at the recent 
Master Car-Builders’ Convention upon Mr. M. N, Forney’s 
paper bearing the above caption : 

The President, Mr. L. Garry, hoped that the representa- 
| tives of the permanent way department present would join 
|in the discussion, and called upon Mr. W. D. Otis, General 
| Road-master New York Central, and Mr. Anderson, to ad- 
| dress the Convention. Both these gentlemen stated that 
| they were not prepared at present to take part in the dis- 
| cussion. 
| Mr Forney: The suggestions on the last page of the paper 
} 
| 


were not for the purpose of dictating to the members of the 
Association the action they should take; but were placed 
there in a definite shape in order to have some precise points 
to discuss; and any modifications that might be advised 
would be very acceptable. 

Mr. Carrry (Road-master, Lehigh Valley), stated that he 
widened the gauge not more than 14 in. on curves exceeding 
500 ft. radius. On sharper curves, where the speed is slow, 
it was desirable to give more, but never to exceed %4 in.* 

Mr. H. StanLey Goopwin (General Superintendent Le- 
high Valley): The Committee on Sharp Fianges gave a good 
deal of attention to the matter, and reported unanimously 
that the main cause of sharp flanges was the fact that wheels 
and rails did not fit each other, and that the almost univer- 
sal practice of wheelmakers was to use a %-inch radius 
joining flange and tread. Having ascertained the radius of 
that curve, we have made one step toward solving the prob- 
lem, and the remaining step is to bring about the making of 
rails of the same radius. If the same radius, °¢ in., is used 
on the corners of the bead, it will fit the flange, and will re- 
move the great cause of sharp flanges; and this ‘‘ precious 
metal” that Mr. Forney speaks of, will not be worn off. 

The report before us is very able and exhaustive and 
shows a great deal of attention and research on the part of 
the secretary. His plan of wheel tread is most admirable 
with the one exception of the radius of the curve, and if he 
could modify that plan, fig. 55,+ and leave the rest just as it 
is, he will have a tread of wheel there that will be just about 
as near perfect as we can get it. In regard to the shape of 
the rail and a radius of % iv., we have used that curve on 
the Lehigh Valley Railroad rails for the past 12 years or 
perhaps longer,and they are itf use also on some other roads, 
and there is a general tendency now to get rails into that 
shape, and it would be a movement backward that would 
throw the whole thing into confusion to alter that. I would 
move that the proposed standard form should be changed so 
as to made the radius between the flange and tread of the 
wheel %& instead of ¢ in..and in Article 3d to say preferably 
5¢-in. radius instead of 1¢. I do not see anything else in 
these suggestions that could be improved on. 

The motion having been seconded, 
| The PRESIDENT invited any wheel manufacturers or rail- 
|road superintendents present or others interested in the 
| subject, who might not be members of the Association, to 
take part in the discussion. 
| Mr. DAvENPoRT (Davenport, Fairbairn & Co., Erie, Pa.), 
| had listened to the report with a great deal of interest. In 
| the matter of wheels there are two standpoints from which 
you may look at the question; that of the engineer con- 














* The practice of most roads on this and other points is given i 
a table in the last issue of the Gazette. 
+See page 481 of Gazette, June 27, 1884. 
































JULY 4, 1884] 








THE RAILROAD GAZETTE. 





499 





with their suggestions, and when we come together next 
year we will be able to talk with some experience on the 
matter. The result can be given by circular to the various 
sidering the track, and that of the car-builder who con- 
siders the wheels, and how he can make the best cast-iron 
wheel give the greatest average mileage, be the safest wheel 
to run and least liable to mishaps in service. The proposed 
form of tread has some excellent points about it, but might 
be changed in two respects. 

The height of the flange has an important bearing on the 
durability of the wheel. If the flange is more than 1 in. 
higb, it is difficult to get a depth of chill in the throat of the 
flange, where the “ precious metal” lies, If the throat be 
only ¢-in. radius, it will be impossible. Every wheelmaker 
in the country will inform you that 1} in. height of flange 
with 1-in. radius at the throat will make a light chilled 
wheel. The height of flange has been going down, step by 
step, as practice has shown the bad policy of high flanges. 
The Pennsylvania road, has adopted 1 in. as the height of 
its standard flange. Our lamented friend, Howard Fry, 
informed me that he had been experimenting on the height 
of flange, and was persuaded that 84 in. would be a great 
improvement over 1 in. 

The suggested form of the flange gives a thin flange at the 
upper edge. That will involve a cbilled-through flange 
which no car builder wants. If the wheel is a bigh-chilled 
wheel, the flange will be chilled through probably one-third of 
its height, weakening the flange to that degree. I would sug- 
gest a form of tread which copies almost exactly the flange 
and tread proposed, except that the height of the flange is 
1 in. and the radius % in. This will give a flange and throat 
with great powers of resistance and wear. The flange con- 
stantly grows higher as the wheel wears, and therefore I 
move these dimensions as an amendment. 

The distance from out to out is the same as is proposed 
and adopted, 514, the back of the flange, the inner face of 
the flange being made ona radius of }3 from a point directly 
under the crest of the flange ; swing that radius from the 
further point to almost on the apex of the crest. The slope 
is the same as that which was submitted to letter ballot last 
year. It will be found a great saving in the chipping out 
of wheels on bad frogs. From the root of the flange, to the 
point of bevel, is 2 in. coned ys in. This last cone bas been 
the practice, but as there must be a compromise be- 
tween the coned and parallel threads, ,'; in. is yielded, which 
corresponds almost exactly with the report of our Secre- 
tary, except that instead of forming that tread of the wheel 
in the hollow, we run it straight across, having a little more 
metal for wear. While the cone wears off, the wheel is 
making a mileage that is ‘‘ precious metal,” as Mr. Forney 
says. 

This is not any pet hobby of mine, but it embraces prac- 
tice which has given results superior to those that have been 
attainable with %-in. radius at the root of the flange. 
Practice has shown the benefit of reducing the beight 
of the flange in. and increasing this fillet to % in. 
The greater amount of chill in the throat of the flange ac- 
counts for the great difference. The distance from the 
back of the flange to the commencement of the curve of the 
throat is 1% in. 

Mr. Goopwin: As I proposed a % in. radius in place of 
lg in. suggested by the Secretary, I would stili propose a 
°é-in. radius in place of the 34 in. proposed by Mr. Daven- 
port, but perhaps for the opposite reason. Rails have hereto- 
fore been made with n shorter radius, and the tendency is 
now to get them at %% in. to fit the wheels. Almost all 
wheel-makers make that curve with a radius of % in. If 
we are trying to get the rails rolled to that, and make a 
good fit between the rail and the wheel, this will throw the 
matter into confusion again as badly as if we attempted to 
come back to 44 in. It is very important to keep that 
curve at in. How can we ask anybody to make a rail 
with a flatter curve at the corners? If you keep flattening 
that, you will get the whole topof your rail curved, and 
the consequence is you narrow your point of contact with 
the rail, which is objectionable. I think if this motion of 
Mr. Davenport prevails, and that plan takes the place of 
the ‘one proposed by our worthy Secretary, we shall be 
worse off than if we adopted his plan. 

The SecRETARY: Figs. 1 to 15 are exact copies made 
from drawings furnished by wheelmakers to our President 
at the meeting we had in New York. 

Fig. 1 is 93; Fig. 2, 7; Fig. 3, 43; Fig. 4, 33; 
Fig. 6, 8; Fig. 7, 8; Fig. 8, 3; Fig. 9, 3; 6 ah; 
1k; Fig. 12, 3: Fig. 13, 9§; Fig. 14, 93; Fig 15, 33. 

- Mr. Goopwin asked if any of these plans were old or 
obsolete. The Lehigh Valley uses % in. 

The PRESIDENT: We use % on the New York Central. 

Mr. CLoup: We make ours %. 

Mr. MiLenan: I think % is the practice of the Erie. 

Mr. McWoopn: Our practice on the Grand Trunk is %. 

Mr. MruumrR: % onthe Michigan Central. 

Mr. Forney: ‘These drawings represent the standards of 
the wheels being made for different roads about two years 
ago. Since then the wheel manufacturers may have changed 
their standards. Nearly all the railroads use wheels manu- 
factured by different makers, of which there is no uniform 
standard, though * prevails more largely than perhaps any 
other, but it is not at all uniform. 

Mr. DAVENPORT said he had furnished wheels of the 
pattern described to a great many different roads. 

Mr. GoopwIn thought the %-in. radius was very univer- 
sally used by railroad companies at the present time. 


Mr. ForRNEY understood that ‘¢-in. radius was used on 
the Philadelphia & Reading Railroad. 


Mr. CLoup (Pennsylvayia): No one of thes? cuts shows a 
smaller radius than 44 The lowest is 43. Three are 
given as %; all the others except the & and % are very 
close to the %, and several of them are %. 

I wish to support Mr. GooDWIN’s motion, as we have 
gone so far, and this convention has adopted % by letter 
ballot, I think it would be entirely improper for us to take 
a backward step. What we wish now is to get the superin- 
tendents of permanent way of railroads to so represent to 
their superior officers the necessity of having rails formed 
of the shape of existing wheels, so as to resultin a proper 
combination of wheel and rail in service. The difficulty of 
manufacturing a wheel and getting the proper chill in the 
throat, if the radius be only \ in., is a serious objection. 
The %-in. radius issmallenough. We make a great many 
wheels at Altoona, and they are all of %-in. radius. It 
requires constant care to keep the chill properly up, on ac- 
count of the contraction drawing it away from tne chill. 
This will probably increase as the radius diminishes. 


As regard the other features of the proposed form of 
wheel tread and flange, the coming at the outer side of 
which is shown in the drawing at fig. 55, corresponds very 
closely to our practice for some years past, in turning tires 
on driving wheels. The balance of the tread is cylindical, 
which agrees with the proposed form, with the exception 
that Mr. Forney has introduced between the straight por- 
tion and the radius of the throat a 6-in. radius, in order to 
coincide with the top of the proposed rail head which does 
not deviate much from tbe straigbt line, therefore with the 
amendment pro Mr. Goodwin, which is now before 





y 
the house, I shall be in favor of these suggestions made in* 
the report. 


Mr. Davenport: What height of flange is used by the 
Pennsylvania ¢ 

Mr. CLoup: 1-in. 

The PrEesipENT: The drawings figs. 1 to 15 were ob- 
tained in order to bring about greater uniformity in wheels, 
and as this object has been partly obtained, the engravings 
do not represent properly the practice at the present time. 

Mr. E. B. WALL (Chicago, St. Louis & Pittsburgh and 
Pittsburgh, Cincinnati & St. Louis) asked Mr. Goodwin to 
include in bis resolution an instruction to the Secretary to 
alter his drawivg and have it published in the proceedings, 
so that in the wheels made during the coming year we can 
follow the drawing. 

Mr. Goopwin: Mr. Forney puts a 6 in. radius at the top 
of the rail. The radiusof our railis10in. Mr. Robert 
Sayre drew this design in conference with the general man- 
agers of the Buffalo and Troy rolling mills, and they have 
all got their rolls turned up to suit it, the idea being to in- 
troduce a uniform pattern of heavy rail with a top as nearly 
flat as possible. If this tread of wheel is made as Mr. For- 
hey suggests, with a radius of 6 in. it would not fit as well. 
Possibly this is not an essential point, as wear will soon pro- 
duce a fit. 

Mr. Joun Kirpy (Lake Shore and Michigan Soutbern): 
In adopting this %-in. radius, how will our wheels be af- 
fected running on the old pattern of rail, which is of about 
the form shown on fig.19? Before we adopt this radius, 
should not we get the men having charge of the permanent 
way to join us, and change the form of their rail at once. 
If we continue with the %-in. radius, and they use a much 
shorter one, it would be injurious to our wheels. 

Mr. DAVENPORT: Fig. 22 shows the standard tread used 
on the Philadelphia & Reading. The corner of the rail does 
not touch the throat cf the flange at all. If it was %-in. ra- 
dius there it would nearly fit. 

Mr. Goopwtn : If this motion passes, does that adopt that 
form of rail for our use ? 

The PRESIDENT: No, sir; itsimply recommends that tests 
be made of this in order to arrive at conclusions. 

Mr. CLoup: Beveling off at the outer edge corresponds 
very nearly to the way we turn driving-wheel tires. 

Mr. Forney: I should like, before the vote is taken on 
this matter, to make some statement as to how the matter 
stood at the time I undertook to write this paper. The two 
forms mentioned on pages 42 and 43 of the report of the last 
annual convention submitted to letter ballot, and were both 
overwhelmingly rejected, obliging us to propose something 
which would meet the approval of all of the members, the 
condition of things being that there were a sufficient num- 
ber of members who were opposed to the cone wheel, who 
defeated that, and there were a sufficient number opposed to 
the cylindrical tread to defeat that. The object of my paper 
was to propose a form of flange which would be acceptable 
to both classes of people. Furthermore, during the last 
year, I had intercourse with a number of railroad officers 
who have charge of the permanent way. I find very great 
opposition among those officers to adopting a radius for the 
corner of the rail as large as % in., and the railroad man- 
agers of the country might decline to adopt so large a ra- 

ius. 

I have also had conversations with a great many wheel 
men about the manufacture of wheels. One urged ver 
strongly the difficulty of making a good chill with so small 
aradiusas in. I therefore took the form of flange which 
he was until quite recently using, and I laid it down ona 
drawing with the one I propose. It was impossible, I found, 
to draw with sufficient precision to show the difference. If 
you have a curve with a radius of 6 in. joined to another 
curve of 14 in., the two curves approximate very nearly to 
one curve of % in. radius. 

I adopted the 14 in. with the view of reconciling the con- 
flicting views of the permanent-way men, and also with the 
hope that it would meet the views of the wheel men. 

This Association cannot influence the action to any great 
extent of the men who design the form of rails; and if it is 
determined to adopt either the 4¢ or %, I would suggest the 
wisdom of submitting the matter to the officers of the per- 
manent way of railroads before coming to any conclusion 
about it. Those in favor of coned wheeis must bave their 
views reconciled with those in favor of cylindrical wheels. 
Those in favor of the form of rail with that sbarp corner 
must be reconciled with those in favor of a long radius 
corner. 

Mr. C. E. Garry (New York Central) moved that the 
matter be referred to a committee, with instructions to con- 
fer with the wheel manufacturers and the officers in charge 
of the permanent way. 

Mr. GoopwIn accepted such amendment. 

Mr. F. M. WitpER (New York, Lake Erie & Western): 
How are we going to get at officers in charge of the perma- 
nent way of railroads? { donot know of an association of 
engineers of maintenance of way. It would be better for 
this association to designate the officers of the different rail- 
roads or of the large railroads, or ask a certain number of 
railroads to designate officers to confer with this committee. 

Mr. Forney: It could be done precisely as was done in 
connection with the preparation of that paper. A request 
was sent to the master car-Luilder that he would refer it to 
the proper officer, and whenever we could in the first 
instance find out the engineer of permanent way, we sent 
the circular directly to him. 


Mr. F. D. Apams (Boston & Albany) thought the ques- 
tion rererred to had not been fully understood by those vot- 
ing, as many roads have adopted the form of tread rejected 
by the letter ballot. If that vote was submitted to-day to 
the association after what has been said, and after this re- 
port of our secretary, it would pass. It is perfectly clear to 
me that the cylindrical form of the wheelis not any material 
benefit. It is undoubtedly the cause of the chipping out of 
wheels in passing frogs. 

Mr. J. W. MARDEN (Fitchburg): We adopted that form of 
a heel tread, and during the past winter we have not found 
wsingle chipped wheel. 

Mr. THos. A. BIssELL (Barney &{ Smith Mfg. Co.): The 
best authorities agree that a good wheel cannot be made 
with a smaller radius at the throat than % in. It is difficult 
to obtain good cbilled wheels at the present time, and if we 
make wheels smaller than %-in. radius in the corner and 
get a poor wheel, we are responsible. We should not under 
any consideration go below the minimum radius and we 
cannot permit a cast wheel to be made with a throat less 
than %-in radius, and we cannot ask the permanent way 
men to make the rail small to fit a 1-in. radius if itis nec- 
essary for the wheel to be %& in. 

Mr. Forney: Is it clearly established that it would be 
impossible to get a good chill with a }¢-in. radius? Ina 
conversation I had with Mr. Whitney, of Philadelphia, he 
said there would be no difficulty whatever in getting a good 
chill with that radius. A curve of 4¢ in. taken in connec- 
tion with a’6-in. corner is almost identical with %&, and yet 
it has a very important effect on the wear of rails. 

Mr. WALL: We should experiment with this new form of 
wheel section, and if this committee are given the power to 
report the result of their conference with the maintenance 
of way people, we can have some wheels made in accordance 








car-builders stating that they would recommend that some 
wheels of a certain pattern be made, only let the committee 
give that suggestion instead of adopting the suggestion as it 
stands now. 

Mr. Davenport :- As there is a tendency now to lower the 
height of the flange and increase the radius at the tbroat, 
the circular might show both the plans proposed. Let 
wheels be made from the same iron on both plans, and letus 
abide by the results which are obtained from these two dif- 
ferent forms of wheels. 

Mr. WiLpER: AsI understand Mr. Forney’s motion, it is 
that this committee be appointed to confer with the wheel 
makers and maintenance-of-way men, and suggest the form 
4 ones and rail head, and they can propose several plans 

or trial. 

Mr. Lentz (Lehigh Valley): I move that the matter be 
referred to the committer on sharp flauges, 

& Mr. WALL objected to the motion; Mr. Forney, whois nota 
member of the Committee on Sharp Fianges, should cer- 
tainly be the head of this otber committee. 

Mr. Forney: I hope that both Mr. Lentz and Mr. Wall 
will modify their motions, and as Mr. Goodwin has been 
the chairman of the Committee on Sharp Flanges, I think it 
is proper he should remain there. 

Mr. BLACKALL (Delaware & Hudson): ‘the committee ask 
to be excused. 

Mr. BIssELL thought the committee ought to ba con 
tinued. 

Mr. Wat: [ move that this committee consist of Mr. 
Forney, Mr. Goodwin, and three other members to be named 
by the President, and that the members of the Association 
be requested by the committee to try the form of the wheel 
sections recommended by them and report on the results 
at the next meeting. 

Mr. J. D. MciItwarn (Great Western Division, Grand 
Truvk of Canada): I suggested that a maintenance-of-way 
man be included in the committee, if we have one among 
our members. 

Mr. Wall’s motion was carried, and the discussion closed. 








Automatic Freight Car-Brake. 





The following discussion on the report on this subject was 
had at the recent Master Car Builders’ Convention : 


Mr. McItwain (Great Western Division, Grand Trunk) 
thought that no existing automatic freight brake was prac- 
tically satisfactory. 

Mr. FoRNEY was informed that the Westinghouse auto- 
matic freight brake will soon be in operation on 80,000 
cars. He moved that the committee be discharged, and a 
new committee appointed, which was agreed to. 

Mr. C. E Garey (New York Central) said the Reed 
and Tallman automatic freight brakes had been in use on 
his live for some years, and had done well. 

Mr, Gko. Hackney (Atchison, Topeka & Santa Fé), had 
the Westinghouse brake on 800 freight cars, but had not 
yet worked it in a train. The whole freight equipment 
would soon be fitted. It had proved a perfect success on the 
Denver & Rio Grande. 

Mr. GODFREY RHopES (Chicago, Burlington & Quincy), 
had found the brake work well on a train of 25 cars ; the 
men, however, require to be educa.ed in its use. 

Mr. CLoup (Penusylvania), found that it did well coming 
down a long mountain grade, but did not work smoothly on 
50 cars. The use of automatic couplers with little slack 
improves the working of the brake. 

Mr. MILLER (Michigan Central), found the Tallman brake 
would not work well without a driver brake on the engine. 

Mr. CLoup (Pennsylvania) said that buffer brakes as a 

class soon reach their limit of usefulness. They apply the 
brake by compression of the draft spring, and those having 
no intermediate winding mechanism have little power, and 
the usefulness of the brake is very much affected by the 
slack of the brakes. They apply the brakes strongest to the 
cars next to the engine, because there is the greatest com- 
pression, and back at the rear end it is usually very nearly 
nothing, because the rear car does not run up against the 
train with sufficient impetus to press the spring enough to 
produce any material action of the brake. His road had 
tried this experimepvtally. It had recently tried the Rote 
brake on a car that has been going around the country. It 
was a very simple matter to see what the maximum power 
of that brake was by taking the spring out which was 
rigged in the brake chain, and testing it to see how much 
it required to press it } of an inch. In our trials we put 
that car next to the engine and held back all we could 
with the air brake, and noted the compression of the spring, 
and we thereby got a comparison of the maximum power 
of the brake, which would probably be zero at the end of 
the train. Half of the maximum would be the average. 
Therefore buffer brakes can simply help to stop a train 
under favorable circumstances ; and when the emergency 
comes they are of no use unless you have some one to work 
them. If you suddenly come upon a signal to stop. the 
brakes are not capable of utilizing more than’a small fraction 
of the total braking power that can be used in that train 
without sliding the wheels. The braking power obtained 
is pot worth the cost of the brake. 
_ The successful freight car brake ought to be even more of 
a brake than the brake used on the passenger cars. It is re- 
quired to do braking on cars which weigh 20,000 lbs., or 
60,000 Ibs. ; that is, empty or loaded, and the braking force 
which may be exerted with safety on the wheels whena car 
is loaded is three times what can be exerted with safety on 
the wheels when the carisempty. We may possibly be 
able to avail ourselves of this additional power. 

Mr. Packarp (New York Central) said that buffer brakes 
had proved unsuccessful on the Baltimore & Ohio. 

Mr. WALL moved, ‘‘ That it is the sense of this Associa- 
tion that none of the freight-train brakes so far brought to 
its notice, which derive their power through the compression 
of the draft springs, fulfill the requirements of a good freight- 
train brake.” 

Mr. Forney seconded Mr. Wall’s motion 

The resolution was adopted by a vote of 20 to 11, and the 
discussion on this subject then closed. 








Piece Work in Building Freight Cars. 


[Report presented to the Master Car-Builders’ Association at the 
recent convention. | 


Your Committee appointed to make a report on Piece 
Work in Building Freight Cars would respectfully submit 
the following: 

The following circular of inquiries was sent out to the 
members of the Association: 

‘* 1. Have you ever built freight cars by letting out dif- 
ferent portions of the car by the piece? If so, did you find 
pn the work could be done cheaper than if done by the 

lay ? 

of 2. Would you recommend letting out the whole car to 
one man or letting different portions to different men, or 
would you let out the wood work to one and the iron work 
to another ? 

‘3. In your opinion would the same shop room and 
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South Carolita s.r ncc..| aaa] B43] alll] Dell «2a'eeo] -a'08b! ... |" “dsa] call Sos! pool. e| “9/88 wells Se canes shares be Gone bn ths Wibee cat Veiean e Sene 
Vicksburg & Meridian...... NY Ee Ncscacd se ceat ' $1,157) 32:540|......... 1.383, 42!) 218) ve0l.''| 10] 42 be — = economy a there was a — om migees | of 

tS a aol et eee ee | ee Rew ee] eels] OU | work to keeps gang of men constantly employe and cah 

Total, 20roads... ..... ..| 9,594) 9,366) 228| 9,059| 3,436,667 191,581) 69,189 m| 967| 4\.....| see no reason why the work should not compare favorabl 

; : ,189|.....|| 373] G67) 4).....1, : - Pp 

Total ine. or dec........ .. | idoonnapewestan To ee | ere aie Se cate! See | eel see 4| .. | i.1 | With days’ work if done under ay 2 supervision; 

| | | Another writes that he dces not build ahy new cars at his 
- : : : sbop, but all repai Jone b t a that bi 
— ~~ a = A Ts are done by contract, a 1s Men 
CENTRAL GROUP. work in gangs of four to do the wood work, and the iron 
; ¥ Ts work is also done separately by contract; that he can in this 
Chi, & Eastern Ml ... ...... | os0l 259 ; & ah 115.246! 128,679)..... ....| 13,488! 10.4|| 457) 511 54 4 | Manner turn out sheet 30 ar eedk. more work than by the 
Cin: Sind “st sae Chicago | Sas TS ie oe 142.010) 138,946 "3 oéa\..- | 2'2!] 346) 3a) 8)... 195 days’ work system. That the work done in this manner is 
., Ind., St. L. sago.| 942) 34%) ....]..... * 206,694) 205.5 5 5i| 604) 6 *""| 9.5 | jus 3g ins : i is 
Cin., Wash. & Baltimore....| 284) 2g4) 21.) |222.. "|| Genze7] isse5o!... | wage) BH Seal geal. 3) cog fo een peer hay treme eaaing samyprceamect bry harm 
Pe ae py ces ig RR 0 Sw ET Ri ae pret eee <*> 58 Sie 25 sea Fo fy 7| 1.5] not done properly they have to do it over again at theirown 
Detroit, Lansing & No......| 258; 226) 32 14.2|| 132,144] 134,966)...” 2'g09| 27 B12 pond % ~ 9.1 | expense. : : 
Evansville & Terre Haute ..| 346) 146) .... {2-0 5g 57.127, 55°:920) 1907|....-| 211| 303| as3\. 8|..- 14.3) Another writes, we build freight cars by letting out dif- 
FE lint & Fere Marquette Sat aa) 362) 347) 1 4.3)! 220,798 2°9' 660 = . g 862 38 610) 662 “ro ='9 ferent portions by the piece, and find that the work can be 
Fate cote & Week....| °608| eoel ..- 1.7\| 7901032) 748,804) “41,888)...".”| 515}, 518, 499) 1, ....| 3.8 | done cheaper than by the day, and says he estimates that it 
Obio Centrale sc... sescec) 284l Be "B2272.!] Baal] "Bosis| Toser0) 200 39,180] 16.7) 28i| 337|....| “S6laa7| will cost about $2 per car less than if built by the day. 
Peoria, Decatur & Ev...... 35 354| | 22.4) pm 5 12,870).... ... .| 8,655) 3.5)! 349) 443) ..| 94/214 (Which your Committee consider rather too smal] a margin 
an 3, ilkon & Gate tiaiie « voc Mehl Ohd sees | 58, ad 60,014 1,597) 2.6)| 230) 236|....| 6) 2.6] to make it of much account.) 

edt EIRD. socecesibondicn, a MA AML ane’ |ouicus f 104.0811 101.721 ~ Pap | eee ame ; ie? Another writes that he has been building freight cars by 

Belleville Line........ ..-. ME ces haan || ‘B5178| 60014|....."--| 5,736] 8.4|| 66 503 ++] “a3| gca | the Piece the last 10 months, and finds it can be done cheaper 

ainsi eae =e rey ene eel e-store eee eee ee) ||| | “|_| than by the day by letting out different portions to different, 

Total, 14 roads..........-. | 5278) 5,149) 124 .....] ..,.|| 2,347,812) 2,980,305, 48,953) 81446... 445) 462)..../ 17)... . | Bien; ~~ A ey oy box car “ be built at least $5 

: Uae Wied elt teal ncanen 2 eh seat oree Pula co wusacdttsisac ccc | Se” PT 7 | cheaper than i y days’ work 

| cocliiecsal’ Eee aed Pp if done by days work. 
a ose \ Another writes that on the Pennsylvania Railroad, with 
NORSIWESPAAM ROADS os ‘ which he was formerly connected, they found that the work 
ries ; ad Ped Tine could be done much cheaper by piece work than by the day. 
kur.,Cedar Rap. &No....., 714) 714)... |..... ....|| 221,572) 208,671) 12.901 62) 310| 292 R noha er found the best resulta could be obtained. not by. det- 
Ceviral lowa......0...c0+00. | 4011 305| 6 ss ertiate! “Samaas| 2ROM)---- --| 08 4 sae 18)... .| 6.2 | ting out the whole or portions of the car by contract, but to 
Chi, & Alton... 2.22] 850) | 850) .... one 650474| 646.729| 3,744). O6|| 765] 761\ 4)... | 06 | Cave & Brice for each detail of work, as for instance a cer- 
Chi., Mil. & St. Paul....... .| 4,760) 4,520) 240)°°... 5.3)| 1,986,000! 2.033;513 . .| 47,513) 2:3|| 417| 450 33 9:5 | tain price for draft-irons, brake-rods, follower plates, ete 
on oS i ae setae ye 3,580 27) “eer 7.5|| 2,058,149| 2.142.272)... ||| 84,123) 4.0 595| 508\...,| 63 Ws for turning up axles, for fitting wheels, for casting journa 
Des ‘Moines & Ft. Dodge....| "138| Smead hat wee | a ey 55,887)... °..., 12.3|) 304) 387|""7|.....| 1.8] boxes, centre-plates, column slides, etc. He is of the 
Green Bay, Win. & SteP....| lie + dads REE poset nyt 4,873 .... ap 24.4 181) 145) 36)... . 24.4 | opinion that piece work could not be advantageously intro- 
Ill. Central, Iowa lines......| 402) 402/00." [.°.2:) <°2. || apotzes| 153555 1.7...1."| 22-787] 14:8|| aB6] Sesl..2!| b7} tee | guced in planing mills, but after all the material ie brought 
i Pee dy EE ‘| 138; 100; 38)... 38.0|| 111/856) — 81:607| 30,240... ara itt sth ier 08 bogetier Dy laborers & certein price oan ve nengued tor 
i Norte eh Bae EER Been 14.5|| 5,155) 84,805) 10,350...) ° 1.) 12.2) 254) 260). 1.1] 6 23 | erecting the car, another for fitting it with doors aud an- 
cre + RS | a 185 ee 22.9 n7-085 1 23:000 4.1 13). 9.5) 207 | 951109 rye oe inting. each man to be paid by the company for 
Smet 140) 440) .... : 23066 9°03 027 34/) 280) 9 ‘ 3.4 e work he performs, with the exception of the erecting 

Wistals diiecein iio ay 73,804 12.950| 85 Tilkni —- | gangs, which would be composed of from three to six men, 

he te rah eso _ » a re Es 6,103,202 6,121,583) 143,042 — a 442) 473). 7 se EDO pee receive their money in bulk to be distributed 

cy | lh akc, Naat hana CTR le ae 3) ..e. |. |....| 31) 6.7} among themselves, and that piece wurk carried on in this 

: a deed manner in bis experience increases the amount of work 

oe) ROADS NORTHWEST OF ST. PAUL turned out, and if properly inspected will be more satisfac- 

Pea laikt hat ere ee ee =e all % — —_—__—___— cane = be done by the day, and can be done about 25 
Ne an Pacific... .....+.| 2, 551] 857]... 55.3}| 502,312| 555.759|..... ....\ 58.447! 9.6l| 2 biel ~o| a1 » | Per cent. cheaper. 

Gocatuians © Bert: ‘ 51) 8 , 502,3 555.759)... 447) 9.6|) 208) 355]....| 150] 61. L 

ge ap —_ Sy 2,498 1,700 796 46.8 | 1,286,700) 759.687| 527,013)... ...| 69.4) 516 447 69 es pa Another writes that he would compare the work done by 

St. P., Minn. & Manitoba....| 1,887| 1,250] 137/111 100|| eis’ees| 7e7'400 cc aeeeel azglt 88) 228)----| 8 |-7.9| the piece with similar work done by contract builders 

is ae Freres Mean ed Mean! 13,655) 727,499 -++-+/113,844) 15.6) 442) 582) ...| 140] 24.0 — : low morse “plenty of it, such as it is.” He 

Total, 4 roads. ... .....c.s 6,518! 4,711. 1,807]. pore Spm apse Cg re ecw eraser d pee eres ta ea | erat be |——-| —- inks days’ work will produce the best results for the - 

Total inc. or dee ....... .. | apse ad sd Scy a 38.5) pi se eopart Papers p Lh ites 16.6 axa Boe b --| cI equ Pay « : B. K. VERBRYCK = 

co ree || re ereae DaaNinre 356,949) .... ...) 16. SB A Mie kB i iow, : 
ee PR gem Here § Pecles | Bl W. B. Snow, ~ Committee. 
real ifs SOUTHWESTERN ROADS. pas orn St 
Fort Worth & Denver....... 10 28 7 . “ Pow Be Duty of a Railroad t i i 
Guif, Colorado & Banta #e.| 536| 508| Sol. | "'B9 ROIPOG) ««<+ +0 708) 685! 343) 242).....| 70.8 ; y Um hs 
= City, Ft. Scott & G....| 389} 38y) .... |... 55,704 cheba 38.4 B16 a3 143 mee hee 

iittle Rock & Ft. Smith... 68} 163|. |. |..." & vane t $8.4)) 916) 373) 143)... 38.4 ‘oatic 
Little Rook, Miss. ee a - || 34 221 205 Sal 18.4 od ap act of the application of the Montpelier & 
Missouri Pacifie§ ........... | 1,895, 1,895 ial 3}| de 0}. 24/ 14.6 ells River Co. for an order requiri 
St. L., Ft. Scott & Wichita.) "160, "128," s2 235. 19] 662] 675|:"-:| 13] 19|¢ sontrealCo. to baci ite quiring the Bosten, Concord 
St. L:'& San Francisco, 7.) ant tee Sh 6.0) 1.0) 229| 132° 60)..... 682 | & al Co. to haul its through cars between Wells 
Vicks., Shreveport & P..... 194 73\ bal | 60:8! 24 4 ue o Beswa [26.8 River and Fabyan’s, the New Hampshire Railroad Commis- 

Total. 9 roads...........4. 4,305} 4,166 139).....|_... | “esl aan. 1 oaeal eral <2 _s) + | Snes Rave shade the Sitlewing denigne : 

Total inc. or dec... We de-g: finger BR gee 3 tee eas * +> 492 477, 16...... pe The petitioner, the Montreal & Wells River Railroad, al- 

vi wot: Fetbiliiy Seb 1 oR? tee cia aie cil 3.3 | leges 9 whe is a corporation under the laws of Vermont, 

- - owning an i rai 7 ithi 
TSU 8 a aggre 7 between Montpelier and Wells River, connecting at Mont 
I : ) ’ lier with the Consolidated Railroad of Ver nd at 
Central Pacific ‘ 9! « r 21\ ‘ | 1" Pe ° : ean XT allroad of Vermont, and at 
Utah Central. epee 3 ah | ee 11 2,062,000) 2,127,420 65.420! 3.1)| 686 a10).. | 33) 45 the state line between Vermont and New Hampshire at 
aaa __ 280) 280)... «|-eoes) eee « 85.260 97.671)... 121411 12:7, 305, 349]... | 44) 12.7 Wells River with the Boston, Concord & Montreal Railroad ; 

Sheed Decades cic ei: | 3,283) 3,252, 81 Shit mel banana SS that there is a large amount of passenger business in the 

Sciek iin aeaee.. |: aa ae 225,08 1 . 77,831)... || 654) 684 et] 30 summer season coming from points west of Montpelier that 
ee ee —|——-~|— | -| —}__ ek else) baba hae lahat _Tt8at Pag dees one j----| 30) 4.4 would naturally pass over the petitioner’s railroad, and on 

Total, 71 roads... | 50,642146 wegle = | ; ~--|-—— ||| ] over the B,, C. & M. Railroad to Fabyan’s avd other points 

Ee Aid ng i lass nea ena... sz 28,408,642 26,953,921 2,289.612 834,891) ... 561) 577]|.... J eet fr bg Pe erg and to Portland ; that passengers 

18,802) 22... 1B) cee ceeeees » {NASH 721)... 5.0|| ..... ... [ssc] 16] “aig | 470m Montreal and Saratoga desiring to reach the White 
EI: ree A: Terie idee 1 fi | Le 4 ere vel ah prefer the line of which petitioner’s 
* Includes al! lines east of Pittsburgh and Eri + i snoie li ni road is a part, because it is the easiest, quickest 
+ Includes Florida Central and Fleride Tranait ae H + Includes Dlinois lines and Southern Divisioz. pleasant route; that formerly the B ¢ & M Railrond 
Ss . § Includes Iron Mountain lines, hauled the through cars with their passengers of. Ss a 
—— a = x . bE Sse i- 
= - mctitie - : ‘a _ | tioner from Wells River to Fabyan’s, but that sin i 
roe = — yan’s ce 1880 it 
facilities produce more work i i | : has refused to é i 
the day P e work if let out by the piece than by — by mee work. Three answer that they build cars by | which the B., C. aM. ee ae ee 

“4 Please state how, in your opinion, the work would Sete heer? build coon, See DE: he Say. One | ale nee relat, a00 chong) the B.C. i. Railroad 
compare if done by the piece with that done bv the day? all + thea vac ¢ eee ae uild any new cars at his shop, but | now hauls certain through cars of another railroad from 
_ “5th. If you have built freight cars by piece work and | not at iieaas baild ¥ contract. One answers that he does | Wells River to Fabyan’s, it refuses to haul any cars of the 
found it cheaper than to build them by the day, please state, | he focal ose “age any yal pieet, but that on a road petitioner between these points. 
as near as possible, bow much less per car (taking box-cars, | and found it cc via be at ted with they built by piece work, The petition asks this Board to order the B., C. & M. Rail- 
for example) they can be built for than if built ky the day’ | > im could be done much cheaper than by the day. | road to haul petitioner’s cars, limiting its request to < 

x eat aes 4 Vv ay. 2. Fifteen answer that they would recommend letti rar] ily e¢ may 7 gg geo) 

re requested to give any other information which | diff i i etting out | parlor car daily each way between Wells River and 

will assist the G , i. : “ ‘ ifferent portions to different men. Three answer that th Fabyan’s during | ; oar 
- e Committee in making an intelligent report on | would not i eae ey eae athe ontos of summer travel. The B., C 
the subject submitted to them.” one a —— out cars by the piece in any | & M. Railrcad makes no issue upon the facts set out in the 

Nineteen replies were received to this circular, as follows : — wes mean that as he bas never built cars by | petition, but claims in opposition thereto that the petitioner 

1, Fourteen answer that they have never built freight! 3, Twelv that 1 any, tnformetion on the subject. |} Deing = corporation without this state, is not entitled to the: 

3 © answer that more work would be produced by] benefit of our statutes providing for business connec 
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tions between railroads,and prohibiting uareasonable dis- 
crimination ; and, secondly, that this Boagd has no jurisdic- 
tion of the subject. The parties were fu.ly heard by coun- 
sel and by briefs. 

We do not find it necessary, in arriving at our conclusions, 
to pass upon the question of what the respective rights of 
the parties would be if the petitioner were seeking in this 
proceeding to effect a compulsory permanent busivess con- 
nection with the B., C. & M. Railroad. Nothing of the kind 
is asked for. The inquiry is, rather. concerning the accom- 
modations which the B., C. & M. Railroad cought to furnish 
a certain class of its own patrons, and for a limited time 
only; and whether the additional accommodations prayed 
for are reasonable, and reasonably due to the public from 
the B., C. & M. Railroad. In the opinion of the Byard the 
statement of the question carries along with it its answer. 
So long as the B., C. & M. Railroad controls so important 
an approach to the White Mountaivs as it now does, s> long 
will all the business interests of our state unite to exact from 
its management all reasonab!e facilities it can furnish the 
public consistent with a fair degree of prosperity for the 
road. The accommodations asked for are reasonable, and 
are due to the public. Wedo not in this detision consider 
the question of whether the Montpelier & Wells River Rail- 
road is entitled to any interference by the Board to place it 
upon an equal footing with other Vermont railroads which 
are favored by the B., C. & M. Railroad with a business 
connection, but base our opinions solely upon tbe duty 
which the B., C. & M. Ratlroad owes to the public. What 
that part of the public which, next to the travelers over 
the route, is most interested in having easy anddirect access 
to our mountain region, claims, is voiced in the petitions in 
favor of this connection, which have reached the Board 
signed by most of the business men and firms in that vicin- 
itv. 

Even if the asked-for connection at Wells River were 
something of a burden to the B., C. & M. Railroad, we are 
not certain that the road should not accept it as a public 
duty. But the unchallenged testimony at the hearing was, 
that instead of a burden it would be a benefit to the B., C. 
& M. Railroad. ‘ 

No question of the price to be paid by the petitioner to the 
B., C & M. Railroad for haulage was presented to the Board. 
Ii is presumed that the parties can agree upon a price for 
the services required. 

Regarding the jurisdiction of the Board in this matter, 
Section 4 of the act to establish a board of railroad commis- 
sioners provides that the Board * shall bave general super- 
vision of all railroads, examine them, keep itself informed 
as to their condition, the manner in which they are operated 
with reference to the seeurity and accommodation of the 
public,” etc.; and Section 6 of said act provides that the 
Koard, whenever it deems any change in the mode of operat- 
ing any railroad and conducting its business is reasonable 
and expedient in order to promote the security, convenience 
and accommodation of the public shall, in writivg, inform 
the corporation,” etc. Under these sections, the Board bas 
no hesitation in concluding that the Leyislature intended to 
place the consideration of questions like the present one 
within the control of the Board of Railroad Commissioners, 
aud the Board therefore finds that this petition is rightfully 
before this tribunal. 

We therefore recomm ?nd the Boston, Concord & Montreal 
Railroad to baul one parlor car of the petitioners with its 
passengers each way daily between Wells River and 
Fabyan’s during the months of summer travel, at such rea- 
sonable hours of the day and at such reasonable price as may 
be agreed upon between the parties. 


TECHNICAL. 


Troublesome Boiler Settings. 


The Locomotive, in a recent issue, directs attention to 
what it terms ‘“‘relics of barbarism” in the form of flues 
running over the tops of boiler shells. 
ally suppose,” says our cay tet “that when the num- 
ber of boilers that have been ruined, and the still greater 
number that have been seriously injured, by this form of 
setting is taken into account, no one would think of setting 
new boilers in this manner. Yet it is done every day, and 
by intellgeut and experienced men, too. The argument 
used in its favor, that the passage of the hot gases over the 
steam space superbeats the steam, and thereby renders it 
more economical, is a plausible one, and doubtless leads 
many steam users to adopt this form of setting ; but if the 
circumstances are carefully examined the argument will be 
seen to be fallacious. It will be impossible to superheat 
steam when it is in intimate contact with such a Jarge sur- 
face and body of water as it is in the case of 
a tubular boiler. Moreover, it will be difficult for 
any one who has in mind the poor conductivity of ashes, to 
see (when looking into one of these flues after it has been 
running a few months) how superbeating of the steam can 
occur. Our experience with this form of setting (and it is 
a somewhat extensive one) points to this: So long as the 
brickwork at the sides of the boiler is perfectly intact, so as 
to compel all the gases of combustion to pass through the 
tubes before they reach the top of the boiler, and the water 
is good, the influence of the flue is nil, because if the boiler 
is properly proportioned, the temperature in the flue cannot 
much exceed that of the steam in the boiler, and if the 
boiler is badly pruportioned the deposit of ashes, which soon 
collects on top of the shell, protects it in a great measure, 
and this very protection is sufficient to prevent any super- 
heating of the steam. But as soon as the side walls 
begin to! heave, as they almost always do, and crowd 
away from the boiler shell, then the fire takes a short 
cut up past the side of the boiler into the flue, the draft 
is sufficient§to carry the ashes at the points where the open- 
ings are,jand the exposed portion of the shell gets ‘ scorched.’ 
Sometimes, when the feed-water is very acid, the overheat- 
ing, while hardly violent enough to burn the plates, is just 
sufficient to} bake all the scum on the surface of the water 
on to the shell above the water-line, beneath which coating 
corrosion goes on with surprising rapidity. We have seen 
boilers set in this way, with a coating several inches thick 
above the water-line, after they bad run only a year, beneath 
which the plates were eaten nearly half-way through, while 
other boilers in the same room had been running under the 
same circumstances, with the single exception that the flue 
did not pass back over the shell, for upwards of 15 years, 
and only showed very slight traces of this action. This 
seems to us to be conclusive evidence of the injurious action 
of this form of setting, aside from the liability at any time 
of the side walls becoming’so badly disarranged that actual 
overheating and fracture therefrom may occur.” 


Railroads in Russia. 
Included in a volume of British Embassy and Legation 
reports is a ‘‘ Memorandum on Railways in Kussia,” which 
contains some interesting information. It is stated that the 
great defect of the present system is the want of efficient 
control of railway construction and administration io re- 
gard both to state and private lines. The Russiau Treasury 
makes advances and loans for definite or indefinite periods, 
but has no power to control the application of the money. 
As a case in point, it may be mentioned that the so-called 
coalrailway ia Donetz District cost the Treasury during the 
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RAILROAD EARNINGS, FIVE MONTHS ENDING MAY 31. 


















































































































































































MILEAGE. | Earninas. | EARNINGS PER MILE, 
NaME OF Roap. | Bier ate (ae Wares mechs mes 
1884. | 1883.| Inc. |Dec.|P. c.|| 1884. 1883. | Inc. | Dec. |P. c. | 1884. | 1883. | Inc. | Dec. |P.c. 
" dial aia aang": “RASTERN ROADS. tw * Staite ae 
. af 2 $ is /\3s/$ 
Eastern............ 1,307,142] 1,337,029)........... 29,887, 2.2) 4,603) 4,708 ....| 105) 2.2 
Grand Trunk |... 6.704.667] 7,530,374). | 894,707) 11.0) 2,802/ 3.248) - 356 11.1 
Northern Central. 2203520] 246840\....0 | 2ed.B6 ‘gas| 7.000 | 998/107 
Pennsylvania* ..... 19,427,080, 20,195,713 220) 9, | | 6.5 
Phila. & Reading. | 12,068, 8,155,371) 3,913,529 | 8 5.1 
Rochester & Pitts. | | 413,141 154.710 2! ... 49.1 
Rome, W. & Ogden. | 609,083 593,510) 5 Fe cont Soe 
West Jersey ....... | 415,134| 369,161 2) "| 9.0 
Total 9 roadg,...| 7,844 7,092) 755| 3| ....|| 43,088,877| 41,610,711) y. 
Total inc. or dec.|.......|...+0-. | ‘72 seve WEEE cesrcby ass --- Gastwae } 259) 4.4 
| j | } 
SOUTHERN ROADS. 
etd ein sige, aco Pah Ones | | pes 7 
Ala. Gt. Sowhern..| 290/ 290) es || 489,795} 408.434) 31,361) ........ .7\| 1,517| 1,408) 109] ....| 7.7 
Ches, & Ohio....... rR eed eee | 1,439,603) 1,473,014)........... 33,411) 2:3| 2.784 2.849 ....| (65) 2:2 
Eliz., Lex. & B.S 130) 130) 269,051, | 260.605 8,446] ....... 32!) 2'070! 2,005, “64| . ..| 3.2 
Cin.. N.O. & Tex.P| 338| 336 |...| 2..| 22..|| 100s]823) 84s. 56,177) ....... 6.0) 2,991) 2'823) 168] |.| || 6.0 
Kast Tenn.,Va.g-Ga.| 1,098) 1,059) 89)... 3.7 1.548.871) 1,590,908, 13.478... 12:3), 15406 1,445) 5] 30 27 
Fine e Ne Cos] ata] €et| | oc] II) abtgoe] — Speloas)ea'een| 222000721) deal) “oss! 2"9e0) daa] 22s 
Louisville & Nash..| 2,065 2,035) 30) ....| “i4| 5,515,692) 5,284,677; 231,015) ......... | 4.4] 2,671| 2,507) 74) :...| 28 
Mobile & Ohio.....| 528) 528! 841,912 839.419 2°493. | 0.3! 1.595! 1'500' 5 0.3 
Nash.,Chat.¢ StL.) 594) 554) ..-| 2...) 2... 983,224) 981,329) BLOB) 22.522!) 5.6)| 1.775) 1,081, 4) 22!) 56 
N. Or, & Nor’east.| 195) 56) 1°9) ....|248.2/| 161.318 31,322, 129,996) ......... 415.3) 827 559) 268| | ..\47.9 
Norfulk & Westarn| 503) 433| 70) ...| 16.9} 1,062, 1,005'825| 56,809 1.01277! 6.0 | 2,113 2,321! ...| 208 9.0 
Shenandoth Val.. 249 249) ...|. fo 200,603 286,251 4,982) 0000022: 1.5|| 1.167] 1,149} 18] ....| 15 
Rich. & Danville...| 757) 757) ....| . ‘77|| 1,573/288) 1,506,115) 67,168... 4.5 2.078 1,989 89] |... 4.5 
Char.. Col. aug.) 354) 339| 15). 41|| 319/600) °349.685............. 30.085, 8.6/ “903 1,032) ....| 120/12'5 
Gol. & Greenville} 296 296) ....| Sort 0.707; 335, 64,383 19.0) 915 1,182 °...| 217 19.0 
Va. Midland. ....| 352) 52| <.../.... “cg, GOHZTE) — GUBBBL a. 1.010 0.2) 1.717 1420...) 3) 0.8 
y | } . -* 1, | 23, 5 ee OP) awe seees st nee mee 
side: oat 343) “ 16 521,565) 470,014)........... 46,449 8.5) 2,112 2,346 |... 34 10.0 
Vicks. & Meridian.| 142) 142) .... of! 192'400,  201,876............ 91476 4.7|| 1355) 11422) .-| “67! 4:7 
| ———- | ——_——- | - ——-- | ——-/ ——-- | |-—— —|§ ——— | — -—- — | —-- | —_- —-—_-/ —_--| —-- --- 
Total, 20 roads...| 9,586 9,277, 309\....|...|| 18,182,301, 17,518,420 820,695 186,814 1,897 1,889 8 #5 
Total inc. or dec.|...... | ...... | ck aT FR Sac Wet eelincce case ccs ML das concet GRR] Seecbel cb Fe 8 0.4 
| nettiy al 
CENTRAL GROUP. 
| | | | | | | | | | | 
Chi. & Eastern m..| 268) 208) ... | ... | “ill 572.273) G4BIG4 one | 70,801) 11.0 2.271| 2,552| ....| 281 11.0 
Chi. & West Mich.. | 4 ove = 5 5 A | 20, | coessecse| Ge mi wr. . 
Cin.,Ind .St.L &Chi| s42| 342! ....| MA se 913.919| 958,203)... ..... 44,254 46 2.672, 2,802 | 330 46 
Cin., Wash. & Balt.) 284) 284 0 .| 0.0. 00.) 671,888) 716.343).......... | 44955) 6.s) 21304) 2.682) ....| 158) 6. 
Cleve..Akron&Col.| 144) 144) ... | 0...) 2: 181,273, 203,888).........2. 22°615 111) 1.259 1.416 157)11.1 
Det. Lan. & No...) 258) 226 32)... 14.2) 56+.078) 611,280. | 48201 all 21202) 2,705) .... 593 18.6 
Ey. & Terre Haute., 146 146 ....|. wasall 65 280,354) ...... ... 698) 3. a 920) 59) 3. 
Flint & Pere Marq..| 362| 347, 15) . | 43) 1.032018} 1,051.766 0.02.22... | 19,748) 1.8 | 2'850) 3'031 | 181) 6.0 
Illinois Central}. .| 1.526} 1,501} 25! -...| 1.7|| 4,072,013) 4,207,264)....... “2} 185/251) _3.2)| 21668) 2'803| °:..| 135) 48 
Inc., Bloom. & West! 695) "695! .. .| | -..|| 1,024,698) 1.169,040| .- 2... | 145,332) 12.5) 1.474| 1.683, ....) 209/125 
Ohio Central.,... .| 284) 282| 52) ....| 29.4) 30,272) "399,487 eae 7.7\|| 1,515) 1,722| ....| 207|12.1 
Peoria. Dec & Ev. 254, 254, rere re ieee 308,904 277,3) | 31,505) . } 11.3); 1.216) 1,082) 124) ....|11.3 
St.L..Alton & T. H: | 
Main Line........ 2" ore 585,463 ee | 12,496, 21) 3,002) 3,066)... | 64 2.1 
Believille Live....| 121| 121) ... |. 323,033} 336,299] .......... | 13,266) 4.0|| 2,670) 2,779) ....| 109, 4.0 
Total, 14 roads...| 5,273 5,133} 140|... | ....| 11,504,743) 12,072,361] 82,099| 560,717| ....|| 2,199, 2,352, .. | 153)... 
Total inc. or dec.|...... Sak ee eee oo | eater, (oie pion: 477,618} 4.0\| .°....| O... | oil.) 158}. 
+ Sean wie ‘ars eas Dee jst 
NORTHWESTERN ROADS. 
| | | | || al | i 
Bur.,Ced.Rap.&No.| 714) 714 a wes. | seee|| 1,072,325] 1,064,242) 8| 1,502 1.491 11) ....| 08 
Central lowe....... | 401| 303) 96)... | 31.5|| 565,048, 484,290 7) 1,409 1,588) ... | 179/113 
Chi. & Alton. ....| 850] 850) ....|....| .... || 3,195,122) 3,138,071 ‘8 3,759) 3,692| 67) ....| 1.8 
Chi., Mil. & St. P.-.| 4,760, 4,520) 240) ....| 5.3 4 9.000 (065,758 $3,788) 1,017) .... 139 68 
“& N. W....,...| 3,839, 3.580) 259) . 7.2\|  8,627,7 660, | 21247| 2.419) ... 2| 7.2 
Chi., St. P.. M. & 0.| 1990 1170 120| ....| 10:3|  2'189'806 1.919127 J) 1,698) 1,640) (58) ....| 3.6 
Des Moines & Ft.D| °138| (138) ....|....| ....{| 182,265) 113.738 : "2|| "958 “824) 124) 7). |16.2 
GreenBay,W.&St.P, 220) 220) ....) . =] 145.144, 156,850 oF '4)| 660) =713| ....| 63)-78 
ll. Cent. lowalines) 402) 402) ::..| || 667,526] 764,222 : 7), 1,661) 1,901, ...°) 240,12:7 
Marquette, H. & O.| 124) 100) 24) ....| 24.0) 109,681 154,059 43,022) 27-4) 1,610) 1,567) 43) «| 27 
Mil, L.S &W....| 374) 322) 52) -...| 16:2! 37/295 : ys Peres 5.1\| 1, 180 ....| 11).0 
Mil. & ew... 297, 185| .42|...| 22:7|| 210'335| 185,515| 24,820) 222.2222: 13.3| 927) 1,003) ....| 76) 7.6 
Wisconsin Central.; 440 440) ....)....) ....| 615,125 560,180) 54,945) ......... | 9.8) 1,398) 1,273) 125 -| 0.8 
| ——- =} At) | | 8 | | | =| =| | an | 
Total, 13 roads. ..|13,779|12,946| 833| ....| ....|| 26,566,434) 26,249,768] 615,019] 298,353) ....|| 1,928) 2,028 100)... 
Total inc. or dec | = my 833) «... él) cece Tete jeder eae As 316,666) ......... TEE. eye Brees 100 4.9 
| | | rind st | rs fed. eS | bee 
ROADS NORTHWEST OF ST. PAUL. 
Canadian Pacific...| 2,088! 1,330| 958] ....| 69.8 1,636,703! 1,638,661! 
Northern Pacific...| 2.472) 13636] 836: :.| 52.0] 4,841,358) 2,671,145! 2,170, 
St. P.& Duluth....| 227) 210) 17). 8.1|| 385,660, 399,07: 
St. P|, Minn. & Man| 1,387) 1,250| 137 10.9] 2,975,188) 3,148,704 
Total, 4 roads... | 6,174| 4,326/1,848| .. | ....|| 9,838,909! 7,857,583 ka 
Total ine. or dec.| ..... [eesees 1,848) ... | ita LT ble PRE se | 1,081,326) ..... ... pee: 220112.2 
t ‘ . a," ce, ey eaee-Se ess ari meee, | 
SOUTHWESTERN ROADS. 
hee. teks! Li rigoeal Try l e aa | 
WwW Den... 110) 110 ee 185,400 139,600) 45,800 ......... 32.7| 1,885) 1,269) 416... | 32. 
Gulf Coe S.F 536, 496 | ‘8.0 669.874, 697.544............. 27,670, 39) 1,250, 1.406) .... 156) 112 
K. C..Ft.S.& Guif..; 389 389 aes 966.570} .751,812) 214,758) ......... 28.6 | 2,485) 1,933) 552|._-| 28.6 
i “k. &Ft.S..| 168| 168) ....|....| .-.. 192: Wiiices.. q .4|| 15145 pen : 
Lite Miss R&T. 173) 478 2) | .)| .31:357 19.3 756| _'937) 181| 19.3 
Missouri Pacific§.., 1,895, 1,895 ....|.... 0.5) 3,392| 3,409) ....| 17| 0.5 
St. L., Ft. 8. "| "760; °128) ° $2)... "| 25.0 50.4 | 1,188) : 573 615). : 107.3 
St. L. & SanFran..| 759) 724, 26 ....| 3.6 4.3) 2\381| 1,985) 12.) 20. 
Vicks., Sh. & Pac... 118) 73 45 ....| 61.6 05.4 | —= 433) ....| 17) 3.9 
Total, 9 roads....| 4,200, 4,156, 143\....| ....|| 10,599,184 9,965,221, 743.793, 110,830 ..._|| 2,465) 2.494) 71)....)...... 
Totalinc. or dec. ...... goer .. Fee Serres bidinad> <ble 632,063) .. ..... 6. ee ee | 3.0 
i i - u — 
FAR WESTERN AND PACIFIC ROADS. 
ific. ...|- 3| ....) 20! 0.6!! 8,687,000! 9,417,899!........... 728,899| 7.7! 2.893| 3,115] .. | 222! 7.2 
Saveliadt. -:) “a + an By eaey |" gs8l434| 494,650 | 106,216 21.4) 1,387) 1,767 ....| 380/21.2 
— a {—— ——— |, ——_ ——_ — -_—— ad | Saree! eee —_—-|——-| —— 
_...| 3,283| 3,303] ...| 20) ....|| 9,075,434 9,010,549)........... 835,115! ... || 2,765) 3,000, ....| 235)... 
5 ee... se ere a) WL Wiliece «Dire inpsanuad onete> a 835,115, 8.4)|......|.. 2 235) 7.8 
Granp Torat : rie Sp Cat) boy bietwe ad) | ROL HR 
Total, “A roa..50,208 40.230|4,028 23\ ...||120,844,882/125,214,913, 8,709,042 3,078,773 2,585) 2.708) ... | 193) .; 
Total ine. ordec.|.....| ...- 4,005] ....| 8.7]... ....... peteecrroge 4,630,269, ......... | “S7]|...... ate ne 4 


* Includes all lines east of Pittsburgh and Erie. 
+ Includes Florida Central and Florida Transit lines. 











past year the sum of $350,000, in addition to payments on 
account of guarantees on shares and obligations. The aver- 
age expense for construction of Russian railways has been 
about $50,000 per mile. A military railway recently con- 
structed from Jabinska to Pinsk cost about $25,000 per mile, 
while the last railway constructed in Finland—from Tamer- 
fars to’ Wasa--cost only $16,000 per mile. There-are in 
Russia 53.railways, of which only eight pay dividends. 
Among reasons given in explanation of the failures of Rus- 
sian railways are the following : The subordination of com- 
mercial to strategical reasons in, construction ; the absence 





of branch lines and even in many districts of roads con- 


§ Includes Iron Mountain lives. 


+t Includes Illinois lines and Southern Division. 





nected with main lines ; the enormous expense of renewal 
of materials necessitated by action of climate, by inferior 
quality of articles vriginally supplied and by substitution of 
steel for iron rails ; the unnecessary luxury of carriage fit- 
tings, decorations, etc., aud the number of non-paying pas- 
seugers ; and above all, the abseuce of state control or of 
immediate supervision. At the present time several new 
lines of railway, amounting altogether to about 1,500 
miles, are in course of construction in Russia, chiefly short 
connecting lines, and along tbe frontier, and it is expected 
tinat the cost of construction will be more carefully watch «. 
gineer 
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EDITORIAL ANNOUNCEMENTS. 


Passes.—All persons connected with this paper are forbid- 
den to ask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 





Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if 
they will send us early information of events which take 
place under their observation, such as changes in rail- 
road officers, organizations and changes of companies, 
the letting, progress and completion of contracts for new 
works or important improvements of old ones, experi- 
ments in the construction of roads and machinery and 
in their management, particulars as to the business of 
railroads, and suggestions as to its improvement,  Dis- 
cussions of subjects pertaining to ALL DEPARTMENTS of 
railroad business by men practically acquainted with 
them are especially desired. Officers will oblige us by 
forwarding early copies of notices of meetings, elections, 
appointments, and especially annual reports, some notice 
of all of which will be published. 


Advertisements.—We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
UMNS. We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present 
only such matter as we consider interesting and im- 
portant to our readers, Those who wish to recommend 
their inventions, machinery, supplies, financial schemes, 
etc., to our readers can do so fully in our advertising col- 
umns, but it is useless to ask us to recommend them edi- 
torially, either for money or in consideration of advertis- 
ing patronage. 





THE ROCK ISLAND REPORT. 


The report of the Chicago, Rock Island & Pacific 
Railroad for its fiscal year ending with March last is 
especially interesting, as coming from a road which 
makes no weekly or monthly reports of earnings, and 
one which was affected by the opening of the two 
new routes between Chicago and Omaha during the 
year, one of which is but a short distance north 
of the western, 200 miles of the Rock Island 
road in Iowa. The main Chicago railroads north 
and south of it, with the exception of the North- 
western, had already reported for their last fiscal 
year (ending with January), and the Northwestern 
has reported its gross earnings, so that the course 
of their earnings may now be compared. The two 
great companies north of the Rock Island, however, 
differ from it materially in having worked a much 
larger mileage last year than the year before, while 
the Rock Island had scarcely any increase in mileage. 
But the Rock Island in the nature of its traffic and of 
the country on its line resembles the road next south 
of it, the Chicago, Burlington & Quincy, more than 
those north of it, having amore populous country on 
its western Iowa lines, and no mileage of its own in 
the comparatively new country of Northwestern 
Towa, Western Minnesota and Dakota, where the 
Northwestern and the Milwaukee & St. Paul have a 
great system of roads. It has, too. a share of the Kan- 
sas City and other ‘‘ Southwestern” traffic, like the 
Burlington and the Chicago & Alton and unlike the 
Northwestern and the. St. Paul; and though 
like the two latter it shares the St. Paul 
and Northwestern traffic, its haul on this traffic is 
comparatively short, as its own road forms but about 
two-fifths of its line to St. Paul. It has profited for 
two years past by the exceptionally abundant crops 
of Nebraska to some extent, like all the roads to 
Council Bluffs, which share the Union Pacific traffic, 
but not nearly so greatly as the Burlington, on whose 
Nebraska lines most of the grain in that state is 
grown; but it has shared also in the equally abun- 
dant Kansas crops, which have done much to make 
the Burlington and the Chicago & Alton prosperous. 
It is a great corn road, like the lines south of it, and 
like them (and the Northwestern to a great extent) 
has suffered from three successive poor corn crops east 
of the Missouri River. 

The mileage worked, gross and net earnings and 
working expenses of the Rock Island for four suc- 
cessive years have been: 








1830-81. 1881-82. ee 1883-84. 
Miles worked 1,335 1, 1,382 
Earnings .... $11,956, ‘908 $13,266, 643 $12, 190" ‘903 $12, 535, mA 
Expenses. .. ee 630, 156 ¥ \322,862 %, 109.817 9, 298,00 
Net varn..... $5,326,752 $5,943,781 $5,080,086 $5,237,513 


Thus the gross earnings were $345,611 (2% per cent.) ' 
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more than last year, $731, 129 (54 per cent.) less than in 
1881-82, and $578,606 (4% per cent.) more than in 1880- 
81. The working expenses were 2} per cent. more than 
in 1882-83, and a trifle less than the year before; and 
the net earnings, though $157,426 (8 per cent.) more 
than the year before, were 114 per cent. less than in 
1881-82 and 1} per cent. less than in 1880-81. 

The gains over last year may be compared with 
those of the two roads north and the two roads south 
as follows: 

—-—Per cent. of increase in—-— 


, Miles, Gross earn. Netearin. 
Chic., Rock Island & Pac.......... 26 3 
ig & Northwestern.......... 9 3 * 
Chic., Milwaukee & St. Paul....... 61% 16 20 
Chic., Burlington & Quincy. 5 18% 17% 
Chicago & Alton......... 744 5% 


*Not yet reported; probably a decrease. 

The Rock Island, therefore, had, considering change 
in mileage, a smaller increase than any other of the 
five roads except the Northwestern. We are to con- 
sider that the three which show a larger increase re~ 
port for the calendar year, but all of them except the 
St. Paul had larger earnings this year than last in the 
quarter from-.January to March included in the Rock 
Island report, and the Rock Island’s earnings in this 
quarter, as shown by its tables of monthly earnings in 
the annual reports, were : 

1881. 1882. 1883. 1884. 
TTo Marcn gt | $2,612,270 $2,925,824 $2,975,924 $3,115,096 

This makes $139,172 of the increase of $345,611 for 
the whole year come in the last three months of it; 
but this is due to some item of miscellaneous earnings 
which is apparently charged but once a year, and 
added to March earnings. Thus for the other eleven 
months of the year the average monthly earnings 
from ‘* mails, etc.,” is given $68,090; for March, $416,- 
766, and the gain in this item over March of last year 
is $1 78,418—more than the gain in total earnings. 

As this company does not report monthly, a state- 
ment of its earnings per month for its last four fiscal 
years will be interesting, as indicating the tendency 
of the earnings under the circumstances of the latter 
part of the year. They bave been 








1880-81. bat 1882-83. 1883-84. 

April an $822,937 $890,72 $920,060 $841,173 
RRA peacoe p os 1,005 >, 02 32 919,276 915,183 
11521544 74 "04 911,001 

1,177,482 980,836 980,335 

Aug.. 1,388,144 1,086,619 1,168,767 
eee 1,287,507 1,190,981 1,241,735 
Oct.. 1,270,657 =1.157,725 1,262,851 
re mt 1,134,580 1,026,969 1.118.583 
Biiess pass ance 921,995 1,034.658 1.056.419 980,790 
UN <a whadavarse £91,978 $79,962 876,643 909,592 
I ere 718,478 921,925 875,490 883,840 
March... 1,006,814 1,023,4¢ 23,437 1,228, 792 1,321,664 
Year.... gis 956,908 908 $13.2 266,64: 643 $12,18 ,189,903 $12,5% 535,515 515 


The dame from last year are irregular—decreases 
in April, May and December, and increases in each of 
the first three months of this year, when the trans- 
Missouri business is supposed to have been demoral- 
ized, but when the Rock Island and the Chicago & 
Alton made gains without increase of mileage ; the 
Chicago, Burlington & Quincy a small gain with a 
considerable increase in mileage, and the Chicago & 
Northwestern and the Chicago, Milwaukee & St. Paul 
reported losses in spite of a large increase in mileage. 
Thus so far as these reports go the Rock Island appears 
to have been doing rather better in 1884 than in 1883; 
though it is well to remember that 1§82 was an 
unfavorable year until after harvest, and that the 
earnings for the five months from April to August 
were then $832,032 (143 per cent.) less than in 1881. 

The earnings from passengers, freight, mails, etc., 
in the January-March quarter of the last four years 
have been: 











1881. 1882. 1883. 1884. 
Passenger........ $553,673 $721,153 $739,559 $699,224 
SE 1,793,429 1,991.778 1,863,567 1,820,279 
Co eer er 265,168 212,¢ 372,798 595,593 
aa $2,612,270 $2,925,524 $2,975 924 24 $3, 115, 096 


Thus, though the total earnings for the quarter show 
an uninterrupted increase, and were this year 4% per 
cent. more than last, 64 per cent. more than in 1882, 
and 19} per cent. more than in 1881, both passenger 
and freight earnings were the smallest since 1881, and 
the freight earnings were 8} per cent. less than in 
1882. 

For the whole year, there was an increase last year 
of 1.6 per cent. in freight earnings, and a decrease of 0.6 
per cent. in the passenger earnings. Nearly half the 
total increase in earnings was in “ rents, interest, ete,” 
and a sixth of it in mails. In commercial traffic, there 
was a decrease of 3.2 per cent. in passenger mileage, 
and an increase of no less than 8.4 per cent. in ton- 
miles. The freight carried for the company was ma- 
terially less than in 1882 and 1883. 

There was a slight increase in the average passenger 
rate, due toa decrease in through travel which is car- 
ried at less than average rates; and alarge decrease (6 
per cent.) in the average freight rate, bringing it down 
to 1.1 cents per ton per mile, which is, we believe, a 
lower rate than any other railroad west of Chicago 








has ever reported. As this whole group of roads ob- 
tains higher average rates than the lines further east, 
and as these higher rates alone have made them able 
to pay good dividends, the course of the rates is es- 
pecially important. They have tended down- 
ward constantly, and manifestly are bound to 
approach nearer and nearer to the rates of the rail- 
roads south of them across Illinois and Missouri, 
which are for the most part unprofitable. The impor- 
tant thing to know is whether the increase in traffic 
and decrease in average expense of the Chicago roads 
will so far keep pace with the inevitable reduction in 
rates as to enable them to keep up their profits 
and dividends. If there had been no great in- 
crease in the mileage of the roads _ which 
compete for the traffic, there would be no doubt of 
their ability to do so. Rates would have gone down, 
but profits would have kept up, because of the in- 
crease in traffic per mile. But in many parts of the 
territory which the Chicago roads serve there has 
been an enormous increase of mileage since 1879, 
much greater than the increase in traffic. This makes 
the problem uncertain for some at least of the roads. 
The Rock Island’s showing last year is favorable, 
especially because in the face of so low an average 
freight rate it has been able to keep up its profit so 
well. After paying 7 per cent. on its stock it had a 
surplus amounting to about 3 per cent. more, and it is 
apparently in condition to suffer a very large decrease 
in profits without affecting its dividend rate. It is 
fortunate in having a very light funded debt, which 
makes its stock unusually sta ble. 








A Car-Coupler Investigation. 


Our readers have learned from the report of the 
Saratoga meeting of the Master Car-Builders’ <As- 


sociation that it instructed its Executive Com- 
mittee to ask the railroad companies of the 
country to provide means for a thorough in- 


vestigation into the matter of |freight-car coupling, to 
be made by Mr. M. N. Forney, the Secretary of 
the Association. Thus this, an organization represent- 
ing the railroad companies themselves, has recorded 
itself in favor of making a determined effort to ascer- 
tain whether something cannot be done to prevent 
or reduce the terrible slaughter of train and yard men 
that is now going on, and what it is best to do, and 
has selected a person as fit in training, ability. and 
character to conduct such an investigation, leaving it 
to the railroad companies to provide the means neces- 
sary to carry itout. It might seem that this should 
be enough to make it certain that an investigation 
will be made. But it is by no means certain. 
The railroad companies have had no _ experience 
in co-operating to make such an investigation, and 
there is no individual with such an interest in hav- 
ing this work done as will lead him to make the effort 
to induce the controlling railroad officers to give their 
support to the proposal of the Car-Builders’ Association. 
But such a determined personal effort on the part 


of one or more individuals is «almost always 
indispensable in carrying out any _ enterprise 
which lies out of the beaten track. In _ this 


case there is no person with great pecuniary 
interests at stake to urge the matter on the rail- 
road companies. They are left very much to their 
own devices and the feelings of the officers who see so 
many of their men mangled and know that something 
ought tobe done if possible. Apparently the only 
hope of making this investigation is in the representa- 
tions which they may make to those who control the 
expenditures of their companies. If they will report 
frankly the casualties on their lines due to car-coup- 
ling, and the reasonable hope that they may at least 
be greatly reduced as the result of the proposed inves- 
tigation, it does not seem possible that there should be 
any holding back of the means required to make it. 
There may very easily be an inadequate idea of 
what such an investigation should be, however. If it 
is supposed that Mr. Forney is simply to look over all 
the thousands of patent car-couplers and pick out one 
which all the. railroads shall adopt and pay royalty 
for, it will not be strange if there is some hesitation in 
the matter. But there is something more than this to 
investigate. Probably a considerable number of the 
accidents that occur in coupling are not due to the de- 
fects of the link-and-pin system in use as much as to 
other defects in the construction of cars, the absence 
or weakness or improper position or proportion of 
certain attachments at the ends of cars, which can be 
remedied and made sufficient and uniform without 
paying anyone a royalty. <A proper investigation 
would be likely to result in some such modification 
of construction as would increase the safety of 
trainmen materially—save several lives and many 
limbs yearly—without any change in the coupler 
itself. Again, though not many self-couplers 
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have been used on a large number of cars by 
any company, a great many have been tried to a 
greater or less extent. Now the experience with these 
scores and hundreds of appliances—with those that 
failed as well as those that were in some degree satis- 
factory—is of the utmost importance in selecting or 
designing a couplerfor general adoption. These ex- 
periences should be vouched for,.examined and com- 
pared. They will go very far to show what must 
be avoided, and perhaps what must be adopted in a 
standard freight-car coupler. It would be the duty of 
the investigator to search for this experien—ceand a 
pretty time he would have at it. ‘The importance of 
this should not be overlooked. Practical railroad men 
have tested roughly in actual use hundreds of car 
couplers, and there is in the whole body of them a 
vast stock of information only to be got in that way. 

A study of this experience, of the nature of the 
work of coupling and of the accidents which occur, 
should develop the essential conditions of an auto- 
matic or other safety coupler—for it is not automa- 
ticity but safety that we are searching for. Having 
formulated the conditions which must be fulfilled, we 
shall be prepared to test appliances and see if they 
fulfill them. 

The 3,000 or more patents which have been issued 
for coupling should be examined and classified with 
reference to their capacity for fulfilling the essential 
conditions. 

All this should be done before making experi- 
ments, for then only will the investigator know 
what is worth trying. But with the knowledge so 
obtained tests could be made intelligently. And these 
tests could be made to show what best answered 
each essential condition, resulting, perhaps, in 
showing that several, or none, satisfied them all 
sufficiently, and that to obtain a satisfactory stand- 
ard coupler different features of several patents 
should be united in a new design. It is largely for 
this reason that an engineer of proved ability in de- 
signing machinery is required to make tbe investiga- 
tion. And even if it should not be found necessary 
to adopt a new mechanism or combine parts of 
different old ones, it would almost certainly be 
necessary to proportion the parts of the appliance 
or appliances recommended, so as to make them of 
the properstrength, without excessive weight, to serve 
effectively and be durable in the severe service in 
which a standard car-coupler, used all over the United 
States, Canada and Mexico, would be exposed. Finally, 
the form and proportions recommended should be 
embodied in complete drawings, serving as a per- 
manent record of the standard. 

There are some signs that this investigation has been 
delayed too long, and that there is danger of the intro- 
duction on great systems of railroads of couplers 
which differ radically and cannot be used together. 
This would be an evil something like a break of 
gauge. It would result, probably, in the indefinite 
postponement of the adoption of any improved coupler 
on a vast number of railroads which interchange largely 
with systems having different standard couplers, and 
in the unnevessary continuance of the present evils. 
But for the need of uniformity there would be no 
need of co-operation in an investigation ; but it is not 
necessary to say that uniformity is of the utmost im- 
portance. It will almost certainly be indefinitely 
postponed by the independent action of any important 
company at this time. 








The annual report of the Chicago, Rock Island & 
Pacific Railway Company gives the number of men 
employed each month in every department, and the 
aggregate wages paid. It appears from this state- 
ment that the force employed, but not the wages. has 
been decreasing for two years, though the traffic last 
year wasa little larger than ever before. The traftic in 
millions of ton-miles (counting one passenger mile 
equal to two ton-miles,, the train miles, the average 
number of men employed, the amount paid in wages, 
and the average wages per month have been: 


1880-81. 1881-82. 1882-83. 1883-84. 
Tou-miles....934,1:2 274 1,016,255,918 967,863,945 1,022,114,534 
Train miles.. 9,4’ 39.6 680 9,970,423 9 (692,678 10,001 ,308 
Men emp’d.. 7,821 8,37! 8,191 
Wages paid . $3, 705 5,605 $4, oss’ 08 $4,0: 7, get $4,000.787 
Av.perm’nth. | $39.48 $39.5 $39.90 $40.70 


The average wages paid have ee substantially 
unchanged throughout these four years, but the num- 
ber of men last year was 24 per cent. less than the 
year before, and 5 per cent. less than in 1881-82. The 


work effected per man in the several years was : 

: 1880-81. 1881-82. 1882-83. 

Train miles. . ........ 1,207 1,146 1,158 1,221 
Ton-miles......... .. - 119,437 117,800 115,635 124,785 


The work per man, measured in traffic carried, was 
least in 1883-84, and greatest last year, having in- 
creased 8 per cent. This was apparently due, how- 
ever, to a decrease in the force engaged on construc- 


} 





tion, etc., as the mileage of wood, gravel and 
construction trains was materially less last year than 
in previous years, having been: 

1879-80. 1880-81. 1881-82. 1882-83. 1883-84. 
676,737 704,657 746,745 701,512 585,179 

The decrease from 1883 is 16} per cent., and from 
1882, 214 per cent. 

The greatest fluctuation in force is in the road de- 
partment, which had as many as 4,015 men in its ser- 
vice in June, 1881, and as few as 1,814 in February of 
this year, and in which the largest and smallest num- 
bers in any month of the year and the average num- 


bers employed have been: 

1880-81. 1881-82. 1882-83. 1883-84. 
Largest.... 3,936 Aug. 3,954 Aug. 4,015 June 4;643 Ma 
Smallest... 2, "333 Jan. 2,720 Feb. 2,059 Dec. 1,814 Feb. 
Average... 3,269 3,472 3,238 2,943 


This accounts for the whole, and a little more, of 
the decrease in force employed. The train force fluc- 
tuates somewhat, but not nearly to the same extent 
in asingle year—from 828 to 1,088 in 1880-81, from 
901 to 1,262 in 1881-82, from 1,067 to 1,280 in 1882-83, 
and from 1,011 to 1,351 last year. The average force 
employed yearly as classified in the reports has been: 


1880-81. 1881-82. 1882-83. a- 84. 

General offices .......... 89 127 149 
ap mel OOP Ei ncse 2s. 1,548 1,703 1,365 1, dos 
Car dep’t....... -. . 769 786 731 820 
Supply office. . 1 18 18 18 
Station service . 1,398 1,422 1,452 
Train service............ 1,104 1,159 1,155 
er 3.472 3,°28 2,943 
Miscellaneous 19 16 15 

WN sethantes hats eats 8,627 8,370 8,191 





The car department employed more last year than 
ever before, but the machinery department less than 
in 1881-82. There has been a steady but small increase 
of the force in station service; the train force was 
slightly less last year than the year before. The road 
department force, as we have showed before, has de- 
creased largely, and there is a constant and consid- 
erable increase of the forcein the general offices, which, 
however, is probably still much less than on most roads 
of equal mileage and traffic. 

Probably the slight increase in the average wages 
paid is due to the reduction in the force of road men, 
who receive lower wages than any other class. 








May Accidents. 





Our record of train accidents in May, which will be found 
elsewhere, gives brief accounts of 33 collisions, 38 derail- 
ments and 5 other accidents, a total of 76 accidents, in 
which 32 persons were killed and 150 injured. 

As compared with May, 1883, there was a decrease of 
44 accidents but an increase of 4 persons killed, and of 73 
in the number injured. 

These accidents may be classed as to their nature and 
causes as follows. 


CoLLIsions: 


DERAILMENTS: 
Broken rail 
Es. sa6b-.cngas abe s6bkeaeSAROSRaeeOS 5: dbkew Sbebe 
—— PP uaa cickoedeveses tenesneihe SF deelbnedawes . 

Spreading of rails. erect 
Broken wheel.. 





Cattle 


eer ee oe eee ee eee ee eee ee ee eee ee ee ee ee es 


Rail removed for repairs 
Malicious obstruction 
Unexp! 


OTHER ACCIDENTS: 
Roiler en... 
Broken coupling- 
Car burned while Sani 


Four collisions were caused by misplaced switches; three 
by trains breaking in two; two by fog; two by failure to 
use signals; one cach byacar carelessly left on main track 
by a mistake in orders, and by the wreck of a preceding 
train. Ove was maliciously caused. 

A general classification of these accidents is as follows: 


Cellisions. Derailments. Other. Total. 

Defects of road . ......... 9 9 
Defects of equipment.. ... 3 6 ‘3 w 
Negligence in operating.... 26 5 : i 
Unforeseen obstructions. . 3 7 2 12 
Maliciously caused.... .... 1 1 2 
Unexplained.......... Siesds 10 10 

Riek a 1ccuas<, canbehes 33 38 5 76 


Negligence in operating is thus given as the direct cause 
of 41 per cent of all the accidents; it was probably the in- 
direct cause of at least 20 per cent. more. 

A division according to classes of trains and accidents is 
as follows: 


Accidents; Collisions. ei: * sie vas Total 
To passenger trains........ 2 1 
To a pass. and a frig. » A me 11 
To freight trains.......... 2 26 3 49 

a ED 33 38 7 76 


This shows accidents to a total of 109 trains, of which 29) 
or 27 per cent., were passenger trains, and 80, or 73 per 
cent., were freight trains. 

Of the total number of accidents 41 are reported as taking 


place in daylight and 35 at night—an cmny large pro- 
portion of night accidents. 
The persons killed and injured were as follows : 








. eeu, Injured.——— 
Bn py one. bs plovés. oneee a 
In collisions. . 
In ‘erailments. . 5 = 23 rt 8 
In other accidents. ss 
Total.......... 36 7 «6 $9 «(150 


Deaths were caused by 9 collisions and 5 derailments ; in 
juries (but not death) by 6 collisions and 10 derailmeuts. In 
all 14 accidents caused death and 16 lesser injuries, leaving 
46, or 61 per cent. of the whole number, in which no serious 
injury to persons is recorded. 

Employés formed 78 per cent. of the killed and 41 per 
cent. of the injured, or 47 per cent. of the whole number of 


Y | casualties. 


The month calls for no special remark, except by the 
number of accidents reported, which is smaller than has 
been found in the record for many months. An unusual 
number of casualties were caused by these accidents, how- 
ever, several of them having injured a large number of 
persons 

The causes reported are mainly those which may be ex- 
pected at this season. The only remarkable accident was 
a collision, which was caused by some malicious persons 
starting up a switch eugine which had been for a few 
minutes left alone. 

For the year ending with April the record is as follows : 

Accidents, a endured. 





shes -maedeseacce ponhovabnassstenh in 91 
Deseo bebdbscceessousbesbeeeSeoeve sects 119 2 ops 
$06 Bewccgessovbseencocs c66d008% 144 42 136 
CHOSS00 © SOSeScCSpOCes v9Geve 158 At 183 
ebehs Shoshpcdadepe beosndt linen 74 45 234 
geese 122 34 235 
Cndennsencresesere eardabies 112 32 113 
147 56 240 
110 22 150 
115 26 112 
oe opdebece besees 88 i9 168 
Ndniah lbhwoesiadvies hs conébeededd on en 73 32 150 
D Onwe vecnecetseepbeseseebesesnee 1,456 445 2,020 
Total, same months. 1882-83............ 1,585 428 1,7 
oe aes * 408 1,358 
9 = - SO scccesvccs 1,403 379 1,642 
The yearly average for the four years is 1,442 accidents, 


415 killed and 1,702 injured, or in all respects below the 
totals for the last year. 

The averages per month for the year were 121 accidents, 
37 killed and 168 injured, or more than the totals for the 
month. 

The averages per day were, for May, 2.53 accidents, 1.07 
killed and 5.00 injured ; for the year ending witb May, 
8.98 accidents, 1.22 killed and 5.52 injured. 

The average casualties per accident were, for the montb, 
0.421 killed and 1.974 injured; for the year, 0.237 killed and 
1.387 injured, showing an unusually large proportion of 
fatal accidents for the month. 








Nut Locks, Even or Broken Joints and Cross-ties. 


At the suggestion of several influential engineers and rail- 
road men this journal bas undertaken to collect statistics as 
to currentepractice in the above details of track work, and 
to this end has this week sent out circulars in the form 
shown below to all officers in charge of maintenance of way, 
including roadmasters. Some omissions in sending out such 
a large number of circulars may have occurred, and we re- 
print the circular here in order to ask of all who should have 
but did not receive copies to send in responses to each of the 








ten questions asked (which they need designate by numbers 
only), as follows: 


1. Name of railroad. 

. Miles (main line) covered by statement below. 
. Do you lay track with even or broken joints ? 
In your — is this the best practice ? 

. Kind of rai 

Character of ballast. 

Nut lock in use. 

In your judgment, what nut lock is best ? 

. Standard size of cross ties, ——in. x -—in. ; ——feet long. 
10. Approximate per cent. of each kind of wood: 

——per cent. oak; ——per cent, cedar, etc., etc. 

Siguature. 

Title. 


The value to all railroad officers of knowing definitely 
what is general practice as to these matters, is evident, since 
current practice is perhaps a safer guide than any one man’s 
opinion as to every one of them; especially as to the manner 
of laying rails, with even or broken joints, which is pre- 
eminently one of those questions in which any one man’s 
judgment is likely to be at fault, but on which the accumu- 
lated experience of all the railroadsin the country is not 
likely to be far wrong. We think that the result will be 
very largely in favor of breaking joints in tracklaying, as 
against laying them with even joints, but postpone any dis- 
cussion of the subject until the responses have been received. 

As respects nut locks, the facts as to general practice 
ought not to be accepted as equally decisive, since a nut 
lock is something in which continual progress and improve- 
ment is possible. Therefore those forms which have been 
longest in us2 are liable to have a decided advantage, in 
such statistics, independent of their absolute merit. In 
order to do full justice to all, perhaps a question should 
have been added as to what nut locks bad been once in use 
but abandoned for some other device. This would have 


ed aed a 


6 | given nut locks of more recent introduction a fairer chance, 


and we shall be pleased to have such information sent us. 
Still the reports received cannot but be instructive if it be 
remembered that the “face of the returns” cannot be re- 
garded as decisive, as in the case of a single simple question 
like the use of even or broken joints. 

In respect to standard dimensions of c1oss ties, also, more 
difference of practice exists than is always realized, and 
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statistics of current practice as to the woods used for cross 
ties, and indeed of all the other questions asked in this cir- 
cular, have never, so far as we know, been collected before. 

We therefore again urge all subscribers engaged in main- 
tenance of way who should have received copies of this 
circular but did not, to send in numbered responses to the 
queries above. To those who have received the circular we 
trust it is unnecessary to urge that it be not neglected. 








The Chicago through and local shipments eastward of 
flour, grain and provisions for the week ending June 28, by 
the imperfect report to the Buvard of Trade, were 59,364 
tons, against 32.244 in the corresponding week of last year, 
and 13,231 in 1882. For six successive weeks the tons 
shipped and the percentage going by each road have been: 


Week ending 
Tons; May 24. May 31. June 7. June 14. June 21. June 28. 
ee 6.914 5,922 6,299 5,106 6,759 5,874 
Grain ...... 37,327 37,905 34,782 43,146 38,104 41,9UL 
Provisions... 8,434 8391 9,534 7,925 8,172 11,564 

















o 
ots 
-] 
- 


Total ...52,675 52,218 5 56,177 53,036 59,364 
C. & Grand T..25.3 15.0 18.4 13,2 16.0 145 
Mich, Cen...... 144 129 11.4 14.4 12.9 13.4 
Lake Shore. ...13.9 18.1 14.5 15.0 11.2 12.1 
Nickel Plate....10.2 10.8 8.1 11.6 10.5 11.1 
Ft. Wayne .....12.4 16.3 17.2 13.7 15.2 15.9 
C., St L.& P.. 5.5 9.1 7.5 7.7 10.5 96 
Balt. & Ohio.... 9.6 9.3 12.3 13.3 12.5 7.2 
Ch. & Atlantic.. 8.7 8.5 19.6 1 11.2 16.2 


| 


TMS Si 100.0 100.0 100.0 190.0 100.0 100.0 

The advance in rates from 15 to 20 cents per 100 lbs. took 
place Tuesday of last week, so that properly the shipments 
of five of the six days should have been at the advanced 
rate, which would make the increase over previous 
weeks astonishing. But, as we have said before, these re- 
ports to the Board of Trade do not usually include the 
shipments of Saturday of the week reported on, and more 
nearly cover those of the week ending with Friday; and we 
may presume that exceptionally large quantities were 
tendered on the last two days of the lower rate. Further, at 
all times when there is an advance of rates, shipments for 
some time afterwards are reported as tendered and billed at 
the old rates, besides which there are large shipments from 
points west of Chicago which{did not pass that place until 
after Monday, but were shipped one or more days earlier, 
and so properly billed at the old rate, which was in force 
when they were shipped. Probably much the larger part 
of the shipments reported for last week were made at the 
old rate. More than half of the gain over the 
previous week was in provisions, the shipments of 
which were extraordinarily large for the season ; and this 
isjsubstantially an exclusively rail freight, which would not 
resort to the’water route tosave charges. The increase over 
the previous week, however, in the aggregate is but 12 per 
cent. 

The shipments were not quite so evenly distributed among 
the several roads as the week before. The Chicago & 
Atlantic led, with a much larger proportion than for several 
weeks before. The three Vanderbilt roads carried 36.6 per 
cent. of the whole, and the two Pennsylvania roads 25.5. 

A considera ble decrease in the shipments is ty be expected 
now, this being the season when the Chicago shipments are 
almost always light. Last year they were abgut the same 
in July as iu June, but they were extremely small then in 
June, averaging but 32,100 tons weekly. In 1882 they 
were 18 per cent., in 1880 28 per cent., and in 1879 44 per 
cent. less in July than in June. In 1881, when the railroad 
war extended over the whole of July and less than half of 
June, tbe shipments were 7 per cent. higher in July. 











The report of the imports and exports of the United 
States in June shows, as usual, an overwhelmingly large 
proportion of the imports to have been made at New York 
and Boston, and at New York a much smaller propor- 
tion of the exports. Speaking roughly, nine-tenths of the 
imports were at New York, Boston, Philadelphia and San 
Francisco, and Boston received twice as much as Philadel- 
phia, and New York 64 times as much as Boston. The same 
four ports made but 71 per cent. of the exports, and here 
Baltimore exceeds Philadelphia, and New Orleans San 
Francisco, though this is the season of light cotton exports, 
which gives bigh rank to New Orleans earlier. All the 
Southern ports together made exports to the value of 
$4,953,229, or 10.4 per cent. of the total ; but their imports 
amounted to but $1,127,036, or 2 per zent of the whole. 
The exports of Baltimore were three times its imports, those 
of Charleston 45 times its imports. 








Record of New Railroad Construction. 


This number of the Railroad Gazette contains informa- 
tion of the laying of track on new railroads as follows : 

Chicago, Burlington & Quincy.—Track is laid on the 
Concordia Branch from Odell, Neb., southwest to Washing- 
ton, Kan., 21 miles. 

Illinois Central.—The Canton, Aberdeen & Nashville 
Branch is extended from Starksville, Miss., northeast to 
West Point, 17 miles. 

Maine Central.—The Mount Desert Branch is extended 
from Hancock, Me., southeast to Bar Harbor Ferry, 1214 
miles. 

Nantucket.—Extended from Surfside, Mass., southward 
to Siasconset, 8 miles. Gauge, 3 ft. 

Pennsylvania.—Track is laid on the Schuylkill Valley 
Branch between Norristown and Pheevixville, Pa., 8 miles, 
and between Pottstown and Reading, 18 miles. 

Toledo, Ann Arbor & North Michigan.—Extended from 
Ithaca, Mich., northward to St. Louis, 9 miles. 

Vicksburg, Shreveport & Pacific.—Extended from Bayou 
Danchitte, La., westward 16 miles. 

This is a total of 10914 miles of new railroad, making 
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1,213 miles reported to date for the current year. The total 
track reported laid to the corresponding date for 12 years 
past is as follows : 





being taken of second tracks or other additional tracks or 


sidings. 





Foreign Railroad Notes. 


The chamber of commerce of the French city of Nismes 
has requested the issue of ‘‘ kilometer tickets,” like our 
thousand-mile tickets. 





The Berlin & Hamburg Railroad Company, whose road 
the government will take possession of directly, has declared 
a dividend of 24.6 per cent., which probably inclndes any 
working capital it may have had, in addition to last year’s 
profits. 





Mr. Henry Maey, many years in charge of the locomotive 
department of a leading Swiss railroai, has written a vol- 
ume on the locomotive of the period, the leading motive of 
which is the endeavor ‘to substitute for the present costly 
and heavy locomotive cheaper, lighter and more effective 
machines, in order to reduce the constantly increasing work- 
ing expenses.” 





The jubilee of the Belgian railroads was celebrated May 
24 at the shops of the Belgian state railroads, when free 
passes were issued to the 2,309 men employed there to the 
principal towns in the kingdom. The railroad first built in 
Belgium—which was the first steam railroad in Europe— 
was that between Brussels and Mechblin, which was not 
opened until 1835. 


ed 


June 1 a mountain railroad of the cog-wheel system of 
Riggenbach was opened on the Niederwald up the mountain 
to the colossal statue of Germania recently erected, over- 
looking the Rhine. It is about 144 miles long, the steepest 
incline 1 in 20 and the easiest 1 in 29—none greater than 
grades worked regularly by adhesion in this country. There 
is a magnificeut view of the memorial statue and of the Rhine 
valley from the train, which runs up in 12 to 15 minutes. 





The French Minister of Marine reports the following mile- 
age of railroads in French colonies in 1882: 


Miles, Miles. 
ONINUR, 5s sce sanetecs er rerereee rte 77 
SNINIIOG ves cancenGe).40p% SE 10 


The railroad in Senegal (Africa) is under construction for 
151 miles further, and so far advanced that it will probably 
be opened by the end of this year. It will reach the naviga- 
ble part of the Niger. A railroad is also under construc- 
tion in Cochin China. 





It is proposed to have a universal exhibition of railroad 
material at St. Etiennie, in France, next year. St. Etienne 
is a city of nearly 100,000 inhabitants in southeastern 
France, some 3U miles southwest of Lyons. Why that place 
should be selected it is not easy to see, unless exhibits of 
rolling stock are expected from southern Europe. It is 
much nearer Switzerland, Austria, Italy and Spain than 
Paris, but these are not the countries that would be likely 
to have most to show at such an exhibition. The nearest 
important port is Marseilles, about 150 miles distant. It is 
proposed to have tracks in the form of an immense figure 8, 
in which different systems of iron substructure, joints, 
chairs, rails, switches, signals, etc., shall be employed and 
tested. 

The number of passengers crossing between France and 
England is reported officially to have been 438,918 in the 
year 1883, which is about a fifth less than the arrivals of 
immigrants in this country during the year, and something 
less than the number of first-class passengers ‘from New 
York to Chicago. 

The number crossing the Channel by the different routes 
was : 


P. c. 
Number. of total. 


I GI in 5s cctho onedsdenes asshepiens 210,199 47.9 
Boulogne and Folkestone................sseee0 126,633 28.8 
Dieppe and Newhaven... ...... 2. ssescsece 85,084 19.4 
Havre and Southampton.... ............00-e ee 17,002 3.9 


The Dover passage is the shortest, and the Dieppe-New- 
haven route has the least railroad travel. : 





In Austria-Hungary there is renewed interest in propo 
sitions to improve the water routes. The regulation of the- 
Danube in Austria has been begun, and the work is to be 
prosecuted for several years. There is also much talk of 
constructing a canal to unite the Danube at Vienna and the 
Oder, whose outlet is at Stettin, on the Baltic, which would 
make a route through Eastern Prussia; and another from a 
point on the Danube much above Vienna up the Moldave 
through Bohemia to a connection with the Elbe, whose out- 
let is at Hamburg. The Austrian railroads now interchange 
much freight with boats towed on the Elbe, which runs 
through Saxony and other thickly peopled districts. The 
Oder Canal would be 170 miles long and kave 84 locks for 
an average depth of 64¢ ft. It is estimated to cost $20,- 
000,000—$117,600 per mile. The Elbe Canal, which ought 
not to be longer, but would be through a more difficult 
country, is estimated to cost $35,000,000, With the rail- 





road rates that prevail in Germany and Austria there would 
be a much better chance for canals to succeed than in this 
country. 





There is an “ Electro-technical Society” in Germany 
which at the close of last year had no less 1,634 members, 


26 | 312 of whom resided in Berlin, where the society has head- 


quarters. At the last yearly meeting the retiring President, 
Dr. Werner Siemens, spoke of the great effect that had 
followed a suggestion of his own to encourage the study of 
electrical engineering by establishing prefessorships of elec- 
tricity inthe polytechnic schools. Several had done so or were 
about to doso. But many had misunderstood his sugges- 
tion to mean the training of a special kind of engineers, 
namely, electrical engineers. Electrical engineering was 
not a special engineering profession, but a science helpful 
to a great many technical occupations. Electro-technics 
must be a branch of learning for all technical professions, 
so that the ycung engineers may be qualified to improve 
and extend their specialties by the rational application 
of electricity. The construction of electrical machines and 
mechanical apparatus isa branch of practical mechanics, 
and should so be regarded, and not as a special technical 
profession. 


The law in Prussia makes a railroad company responsible 
for damages for a person killed or injured, directly or indi 
rectly, in consequence of the operation of its railroad. 

Between Berlin and Spandau two railroads, the Berlin & 
Hamburg and the Berlin & Lebrte, run alongside of each 
other for a considerable distance. A track hand of the Berlin 
& Hamburg, whose duty it was to walk its track at this place 
seeing trains on both upand down tracks about to pass where 
he was, stepped over upon the Berlin & Lebrte track, when 
a train ran over and killed him. 

The widow sued both companies for damages. But the 
Berlin & Lehrte said it was not responsible, because the man 
had no business on its track; and the Berlin & Hamburg said 
it was not responsible, because the man was not killed by 
its train nor even on its road. 

The court said that the Berlin & Lehrte was responsible, 
because the man’s death was directly occasioned by the 
operation.of their road; and the Berlin & Hamburg was 
also responsible, because it was in consequence of the opera- 
tion of its road—the passing of trains ou the two tracks— 
that the man was compelled to leave their track where his 
work was, and either go on the slope or on the Berlin & 
Lehrte track, and this was the indirect cause of the death. 
Therefore it held both the companies responsible and jointiy 
responsible. 

On appeal this decision was confirmed. 


The Imperial Railroad Bureau of the German Empire has 
collected statistics of the breakages of tires, which, in view 
of the growing use of steel-tired car wheels in this country, 
will be of interest here. It seems that on the German sys. 
tem the number of tires broken in 1883 was : 

Miles Tires 

worked. broken. 

Six winter months, Jan. to April, Nov. and Dec... 21,883 2,671 
Six months May to October...........-.05 002008 22,149 1,937 

Per 100 miles of road this gives 12.2 breakages in the 
colder half of the year and 8,8 in the warmer half. 

By these breakages there was some interruption to the 
operation of the roads caused in 281 cases, including 18 
derailments. From those cases where the locality on the 
road was known where the breakage occurred, it appears 
that per 100 miles of road with different kinds of sub- 
structure the tire breakages were as follows: 


Per 100 miles of track on-- No. tires broken. 
Wooden cross ties...... .......-. ‘ 74 
NI oss catees. 6 2.0000besrncbs Ka Roareicaine 6 

EPOM DOGG BAT BIOS DOTS... 5 ssc cccecks 0 cdecevecs 234 

The inference from this is that tires break chiefly at bad 
joints, and that the joints are supported best on longitudinal 
sleepers. 

The report shows that 76 per cent. of the breakages were 
on spoke wheels, and only 21 er cent. on disk wheels, but 
in the absence of information as to the proportion of disk 
wheels running, this is not significant. No les: than 40 per 
cent. of the tires broken were of puddled steel, and 84 per 
cent. of these breakages were due to defects in the material 
and to its imperfect welding. 











Government Councillor Streckert, at a recent meeting of 
the Berlin Railroad Society, discussed the subject of uni- 
form standard time. In the early day of German railroads 
each had its own time, usually that of the chief town on the 
line or the capital of the state. In 1873 the times of 12 dif- 
ferent places were used in German time-tables. In 1874 
the Imperial Railroad Bureau secured the adoption for the 
graphical time-tables which the railroad men use of Berlin 
time as standard time. Most North German railroads now 
use it for all railroad business as well as time-tables, but use 
local time for the public, and on South German roads and one 
in the North, Berlin time is used only in the graphical time- 
tables. Most German railroads now hold that there is a 
pressing necessity for a single standard time both for rail- 
road use and for use in communication with the public, but 
the question is not yet settled. In England and Scotland 
Greenwich time serves for all the railroads and for 
all other purposes. It differs 8 minutes from local time 
in the extreme east and 22'¢ minutes in the extreme 
west of the island. In Ireland there is one standard 
time 25 minutes faster than Greenwich time. In France 
Paris time is the standard for all railroads and other 





transportation, but local time is used for other pur- 
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poses. Paris tinie is 19 min. 46 sec. fast ot the western 


border and 27 min. 18 sec: slow on the edstern border of | Y 


France. In Austria the time of Prague is the standard for 
all the railroads; in Hungary the time of Buda-Pesth. 
Prague is 14 minutes from one side and 22 from the 
other of the country; Buda-Pesth, 19 and 26 minutes. 
In Italy the time of Rome is the standard for rail- 
roads, post offices and telegraph on the Continent, 
and in some places is the time of the people. The 
greatest differences from it in local time are 22 and 24 
minutes. In Belgium, Brussels, and in Holland Amsterdam 
give time to the railroads, but not to the people, though 
these are very little countries, but a few minutes across. In 
Sweden Stockholm time was made the standard for all 
purposes, Jan. 1, 1879. The extreme local times differ from 
it 364¢ and 16 minutes. It has been generally accepted and 
approved. 

Councillor Streckert also mentioned the Internationa 
Congress called by our government to meet next October, 
to adopt a standard meridian and a standard 
time, and described the standard time introduced 
here last fall. If tame in Germany is to be based on 
Greenwich time, the change from the Berlin standard to 
that of one hour east of Greenwich would be a change of 
only about 1 minute, and it would differ 29 and 38 minutes 
from the extreme local times of the empire, and it would 
serve also for Austria, most of Hungary, Switzerland, 
Italy, Greece, Norway and Sweden. 

Opinions in Germany are much divided as to the advisa- 
bility of making such a standard time serve for ordinary 
purposes. The speaker thought it should be. He was sup- 
ported by two others at the meeting and opposed by one. 





A German “ Railroad King.” 


Twelve or thirteen years ago the announcement of the death 
of Dr. Bethel Strousberg, the famous German contractor, 
would have interested balf the Bourses of Europe, and in 
every centre of speculation from the Elbe to the Rhine the 
event would have been regarded as a matter of the greatest 
importance. To-day a line or two in the obituary column 
of the newspapers is the measure of regard which is accorded 
to one who, in the height of bis prosperity, was more talked 
about in Berlin than any man except Count Bismarck. It 
may, indeed, be questioned whether two decades ago there 
were even more photographs of the Prussian Prime Minister 
in the booksellers’ windows than of the finsncier whom the 
German journalists were delighted to dub the “ Iron Count,” 
the ‘** Railway King,” or, more frequently, the ‘‘ Wunder- 
Doctor.” His fine bouse was the envy of the Junkers and 
the amazement of his guests, who accepted his invitations 
with the feeling of timidity which wayfaring men might 
experience on being entreated to enter the jeweled caves of 
the genii. The library, tbe public gallery, the bronzes, the 
plate, the dinners, the balls and the ten-thaler bouquets of 
the Hebrew adventurer were the talk of Berlin, until what 
was in itself magnificent enough was exaggerated to fabu- 
lous proportions. Railways and mines, streets of stuccoed 
houses and castles round which the moss of antiquity had 
for ages been gathering; building land in half a dozen cities 
and grdflech estates, which bad for generations been in the 
hands of those whose ancestors had received them in fief 
from Henry the Fowler or Albert the Bear; vast factories for 
the fabrication of rails, engines and tools, and iron roads 
longer than any which the Brasseys had constructed or the 
Jay Goulds and Vanderbilts controlled—all these were either 
owned or financed, or in some way at the beck of this 
‘*Wunder-Doctor.” Count [tzenplitz was so enamored of 
the “ Strousberg system” that he unconsciously played iuto 
the doctor’s hands, and, if we are to believe the financier’s 
autobiography. told troublesome people to “go to Strous- 
berg,” just as Napoleon expressed bis pleasure after an inter- 
view by ordering the officer ‘‘to dine with Cambacéres,” 
All this was true of him in 1870. Yetit is said that when 
the magician who seemed to create money, and whose nod 
was what Wall street calls a “ pointer,” died a day or two 
since, he was in a condition of almost abject poverty. Broken 
in health, bereft of property and without credit, he wus 
nevertheless cheerful to the last, being still sanguine that 
some day he would retrieve all, and once more face the 
world rehabilitated in character, and ready as of old to take 
the helm when weaker men were afraid of the rocks ahead. 

A career so stirring, a life into which so many question- 
able enterprises were compressed, has naturally heen the 
theme for the most varied comment. In tbe summer time 
of his success, Strousberg was regarded as the commercial 
hope of Germany. Hudson or John Law was never more 
courted than the man who thought as little of launching an 
undertaking involving an outlay of millions as those who 
hung about his ante-chamber thought of investing in a box 
of 5-pfennig cigars. When the day of adversity came, the 
parasites whose fulsome adulation had been so cheap, were 
q.ite as ready to strike another key, and todiscover that the 
“Tron Count” was, after all, but a poor charlatan, and—as 
the records of the notorious trial in which he furmed the 
central figure showed—so frightfully dishonest that the only 
wonder was that he had escaped discovery for so long. The 
truth lies between these two extremes, for, without accept- 
ing Dr. Strousberg’s own estimate of hiscareer, as entombed 
in that curious apologia pro vita sud which he published, 
it is only fair to his memory to say that, if his morals were 
not of the best, it would not be hard to find a score of men 
still, of excellent standing, who even now consider his modus 
operandi perfectly justified by the code of commercial ethics. 
At all events, when, in the 10 years between 1860 and 1870 the 
‘* Railway King” was launching schemes the united capital 
of which was something like 1,400,000,000 marks, erecting 
foundries to solve the problem of capital and labor, buying 
estates for his seven children, building railways the mileage 
of which the greatest of English contractors could not 
match, and entertaining the aristocracy of Berlin at his 
table, the soundness of Dr. Strousberg’s morals was the last 
thing taken into consideration. He has been likened to Van- 
derbilt and Jay Gould. Except in the extent of the fortune 
which he won—and lost—the men are not comparable. The 
American financiers deal in stocks, they create nothing; in 
other words, they gamble on the rise or fall. The ‘‘ Wunder- 
Doctor” speculated also, but he was essentially a creator, 
and the substantial works which owed their existence to 
him bear the impress of foresight, and even of his good in- 
tentions. He was more like John Law, for he united in his 
person the attributes of financier, contractor, promoter, 
scholar, virtuoso and fine gentleman, and was so hospitable 
that his Berlin palace, which is now the British Embassy, 
seldom entertains guests more distinguished or echoes to 
music more charming, than when he was its master, 

Baruch Hirsch Straussberg, or, as he preferred to style 
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himself, ‘Dr. Bethel Henry Strousberg,” when, after 20 

ears of ad¥entures in England, he Ppa to bis native 
province the possessor of 60,000,000 thalers and a fine stock 
of experience, gained in his career as magazine editor and 
owner; and=following the instincts of his race~as a dealer 
in pictures, was essentially a self-made man. But itisa 
mistake to associate bim with that rather self-asserting prod- 
uct of latter-day civilization. Though no way backward to 
sound his own trumpet, Dr. Strousberg was a man of 
culture, and did his best to be a gentleman. He loved gold, 
but only for the &ory it brought. He had the ambition, 
less common in rmany than in England, to found a 
family, and even looked forward to the bour when he might 
put before his name the ennobling ‘‘ Von.” When a mem- 
ber of the Prussian Parliament, he sat and voted as a Con- 
servative ; and one of his last ventures was a newspaper 
devoted to the support of the Court party. His dealings 
with Government functionaries were decidedly venal ; but 
in obtaining the concessions for his railways he preferred to 
associate bimself with aristocratic partners, two Princes 
of the empire being his principal agents in one specula- 
tion. Even when Dr. Lasker thundered against him in 
the Abgeordnetenhaus, the point of his denunciation 
was more stimulated by the spectacle of a Pole 
who was a Conservative and a Jew who had turned Christian 
than by any actual knavery which his exposure brought to 
light. In 1870 Strousberg was at the height of his fame. It 
is, however, an error to suppose that he rose on the surface 
of that mania for speculation which followed the clos of the 
Franco-Prussian war, and which led a well-known banker to 
declare that, judging from what followed the arrival of the 
French indemnity, Germany would have been absolutely 
ruined had Bismarck exacted ten instead of five milliards. 
The war, by disorganizing the doctor’s projects, by drafting 
bis workmen into the army, and paralyzing commerce gen- 
erally, actually brought about his fall, and by the time the 
milliards had set all Germany into a fever of the wildest 
speculation , Strousberg was a brokenman. Unable to exe- 
cute his contracts, he had to pay vast sums of smart money. 
Antwerp, for example, exacted from bim 3,500,000 f. for his 
failure to purchase the sits of the fortifications. By the Rou- 
manian Railway he pocketed 10,000,000 thalers, but, though 
he was eventuaily compelled to disgorge 6,000,000, as much 
more was required to balance his accounts for the construc- 
tion of a line which proved altogether useless during the 
Russo-Turkish war. His 1,700,000 thalers’ worth of shares 
in the Mehltheur-Wida turned out to be valueless, and the 
joint stock company which he formed to develop his Bohe- 
mian mines failed. To the last he struggled hard to weather 
the storms, but all was in vain. Mines, estates, railways, 
palaces, library, gallery, fortune—all went; though he 
pleaded that he was ‘‘not to be measured by the ordinary 
standard, but to be compared with himself.” In 1876 the 
Russian courts found him guilty of conspiring with the 
directors of the Moscow Bank to obtain advances upon io- 
sufficient securities. Even a term of prisou life did not 
damp his energies. He advocated a canal to Berlin, by 
which the Prussian capital would become a seaport, started 
the Kleine Journal, buttonholed his old associates, and 
tried a score of means whereby his fortunes might be mended. 
But the day of Strousberg wasover. The ‘‘ Wunder-Doctor” 
had run his course. His 60,000,000 marks were gone 
and the world no longer believed in the genius who financed 
like Law. eclipsed Quistorf in promoting, and, if bis lines 
were badly laid, built more of them than any other con- 
tractor of the age.—Loixdon Standard. 








The Central Railroad of Georgia, Fifty Years Ago. 


A few days ago, while the records of the Auditor’s office of 
the Central Railroad were being moved with the view of 
selecting such books and papers as might be deemed worthy 
of preservation, a number of old-time relics were dis«overed 
which are associated with the history of the road 48 years 
ago, when it was being constructed from Savanvah toward 
Macon. Among these relics is the Central Railroad bank 
ledger of 1835. the merchants’ and freight lists of 1844, and 
a number of $100 bonds, issued in 1841, running five years 
at 8 per cent., and paid in 1846. 

These mementoes ot over a generation ago show the signa- 
tures of Gordon, Cuyler, James Cumming, Thomas Purse, 
J. Olmstead, A. Porter, E. Molyneux, Isaac Scott and 
others, who, in one way or another, were identified with the 
early history of a corporation which did as much, if not 
more, to advance the material interests of Georgia than any 
other factor which was identified with the development pre- 
vious to the war. What that giant corporation has done 
since the war is familiar to the residents of the state. It was 
not as easy to build and equip a railway in 1836 as it is now, 
and many who bad means to invest then regarded railway 
projects as hallucinations, or at best as experiments of 
doubtful advantage. It was claimed that the locomotives 
would frighten all the deer out of the country, kill all the 
grazing cattle, and that but few people would abandon the 
stage-coach and the two-wheel cart merely to ride faster, if 
not be killed in a collision. The earlier reports of the Presi- 
dent of the Central Railroad show tbat when the road wasa 
project merely, two surveys were made between this 
city and Macon. One was known as the northern 
and the other as the southern survey. The southern route 
was run from Macon to the vicinity of Dublio, in Laurens 
County, and Ohoopee and Reidsville, in Tattnall County, 
the latter place about 75 miles w:st of Savannah. There 
are old residents of those counties who remember the excite- 
ment which arose among the farmers living near the line of 
the southern survey. Some of them say that they were 
asked at that time to donate a right of way through their 
lands, or to assist the project in whatever way might be 
most convenient. Mass meetings were held and the project 
was denounced as visionary. It was said the scheme might 
enable a few men to place a few pieces of picture paper, 
called bonds, on the market, and that when they had gotall 
the spare money of the farmers, and others who might be 
foolish enough to buy them, that would be the last that 
would be heard of the railroad and its projectors. Mean- 
while the survey of the northern route was being made 
under the superintendence of L. O. Reynolds, the Chief En- 
gineer, who submitted his reports to the President and board 
of directors in 1838. By this time a _ portion 
of the road had been constructed, and among the 
several persons who took part in the work was Mr. Charles 
Van Horn, of this city, now one of the wardens of the port. 
These old records in Auditor Thomson’s office give the 
names of the men wh» worked under Mr. Van Horn, as well 
as the time of labor of each from week to week. The 
northern route was finally adopted and the road was con- 
structed. Instead of being run in a southeasterly course 
from Macon to Tattnall County, according to the line of the 
southern survey, and near the line of the old wagon road by 
which goods were hauled from Savannah to Macon in those 
days, it was projected almost east, in a ed serpentine and 
indirect line into the southern portion of Jefferson Couuty, 
and thence down the left bank of the Ogeechee River through 
the southern portions of Burke and Screven, and the western 
portion of Effingham County to Chatham County, and 
thence into the city. Thus thejcounty site of Tattnall was 














flanked, and has since been about 35 miles from the line of 
he road 


Among the bonds issued by the road were the $100 bonds 
above referred to, issued in 1841. They are handsomely en- 
graved —, of paper, about 8 in. in length and 4 in. in 
width. The marginal line at the top shows the word “ hun- 
dred ” repeated eight times, while on the bottom marginal 
line the word is repeated eleven times. On the left hand 
top and lower corners is a medallion representation of the 
face and neck of a female bearing on the crown of the 
head the three numerals 100 in white or open type on the 
darker ground work of the likeness, A wide bar is shown 
between the medallions. The ground work or field of the 
bar is dark, and resting upon it are three numerals repre- 
senting 100. hese figures are five times larger than those 
shown on the niedallions, and are executed with more pre- 
tension to finer work. In the lower left hand corner to the 
right of the medallion is a representation of the seal of the 
railroad company. Inthe centre is shown a locomotive, 
facing the right, to which is attached a tender and two cars, 
the train resting on a track. - The eg bas no cab, and 
the engineer is standing immediately in the rear of the 
whistle, with his head on a level with that piece of mechan- 
ism. The fireman is standing in the centre of the tender 
and apparently leaning forward to pick up a piece of wood. 

The inner marginal line of the seal bears the following 
inscription: ‘‘ Central Railroad & Banking Company, 
Georgia.”’ In the upper portion of the bond there is a finely 
executed medallion likeness of Washington, on either side 
of which is a bar, one bearing the number of the bond and 
the other the amount with the inscription: ‘‘ Bond for (100) 
dollars.” On the extreme right of the bond the figures 100 are 
repeated, one set of numerals being in the upper right band 
corner, and the other in the lower, while between the sets 
of numerals are the words “ Railroad Bond.” Across the 
face of the paper is the following: 

‘* Know all men by these presents that the Central Rail- 
road & Banking Company of Georgia hereby acknowledges 
to owe for work done on road, and binds itself to pay to E. 
& R. McCall & Co, or bearer, on demand in Savannah, 
after the Japse of five years from date, the sum df one bun- 
dred dollars, with interest at 8 per cent. per annum from 
date, the interest Ly xp annually in Savannah, on pro- 
duction of this bond for entry of payment thereon. 

** Witness the corporate seal of said company at Savannah, 
March 1, 1841. R. R. CuyLer, Cashier. 

““W. W. Gorpon, President.” 

As the interest was paid, the successive dates of payment 
were written in the book, signed by Oliver P. Felt, the last 
payment being signed E. Molyneux, March 21, 1846. The 
foregoing described bond was No. 47. Wo, 48 hus the sig- 
nature A. Porter,in place of Molyneux; that of No. 207, 
T. Purse, and that of Nu. 185, J. Olmstead. 

The merchants and freight lists, running from 1844 to 
1849, fill two books only, whereas in 1884 many books of 
much larger size are required. ‘he mostsuggestive descrip- 
tion of the amount of business done then compared to that 
which is being done now isto say that in the years 1844 and 
1849 the transportation department was an infant, whereas 
now it is a giant.—Savannah Morning News. 
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TECHNICAL. 


Locomotive Building. 


The Pittsburgh Locomotive Works in Pittsburgh recently 
delivered a locomotive to the Bentonville Railroad in Ar- 
kansas. 

The Rogers Locomotive Works in Paterson, N. J., have 
recently delivered eight engines to the Louisville, Evansville 
& St. Louis road. 





Car Notes. 
The Indianapolis Car Works will resume operations within 
a few days, having closed contracts to build 1,000 coal cars 
of 20 tons capacity for the Indiana, Bloomington & Western 
road, 600 box c1rs for the Ohio & Mississippi, and 140 coal 
cars for the Peoria, Decatur & Evansville road. 

The Jackson & Sharp Co., in Wilmington, Del., recently 
completed three cars for the Mann Boudoir Car Co. Two of 
these cars are to run between New York and Boston by the 
Springtield route. These cars are mounted on wrought-iron 
spoke wheels 42 in. in diameter, with steel tires secured by 
the Mansell fastening. Tbéese wheels are supplied by Mr. 
W. R. Ellis, agent of the Patent Shaft & Axle Tree Co. of 
Wednesbury, England. 

The Maine Central shops at Augusta, Me., have just com- 
pleted a handsome passenger car for the Mt. Desert line, and 
are building several others. 


Bridge Notes. 
The Union Bridge Co. of New Yorkand Buffalo has taken 
a contract for building a bridge over the Mississippi: River 
at Stillwater, Minn., on the Wiscorsin Central’s new line to 
St. Paul. The bridge will cost about $250,000. 


Iron Notes. 
®tna Furnace, Ironton, O., bas gone into blast and is now 
running regularly. 

Tecumseh Furnace in Tecumseh, Ala., is in blast, making 
charcoal iror with mnch success. 

The wire works of Oliver & Roberts in Pittsburgh are 
running to their full capacity, making about 150 tons 
of wire every 24 bours. 

-_ Furnace in Ironton, O., was to go into blast this 
week. 

Manufacturing Notes. 

The business heretofore conducted at Flushing, N. Y., 
under the firm of Williams & Diamond has been removed to 
Brooklyn, and will hereafter be conducted under the firm 
name of J. H. Williams & Co. The shops in Brooklyn are 
weet with new and improved machinery, including 

rop-hammers, trip-hammers, presses, and all necessary 
machine tools, case-hardening furnaces, etc. The firm 1s 
now prepared to manufacture iron and steel drop forgings 
of every description and of all sizes, including very small 
articles. The forging depart nent is under the charge of 
Mr. Diamond, who was for many years with the Howe 
Machine Co., and has had wide experience. The firm an- 
nounce that they are prepared to give estimates upon receipt 
of samples or specifications. 


The Raii Market. 


Steel Rails.—The Iron Age says: ‘* The demandfbas not im- 
proved, notwithstanding the low figures named to large 
buyers. Nominal quotations are $31@$32, but on lots of a 
few thousand tons $30 would not be likely to be refused to 
the right kind of a buyer. In fact, sales have been made at 
$30, and that quotation is out in answer to several inquiries 
for quotations from leading roads. Buyers come in very 
slowly, however, and even $30 does not appear to be much 
of an inducement to those who can postpone their orders to 
a later date.” 

Rail Fastenings.—Quotations are still nominally $2.35 per 
100 lbs. for spikes in Pittsburg, $2.50@$2.75 per 100 lbs. 
for track-bolts, and $1.65 to $1.75 per pound for splice-bars. 
It is said, however, that orders are taken at these prices de- 
livered at destination. 

Old Iron Rails.—There is no demand just now, and few 
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sales are reported. The market is overstocked, and large 
lots have been offered at $19 per ton at tidewater, without 
buyers. 


Wrought-Iron Car Wheeis for South America. 
The Patent Shaft & Axletree Co., of Wednesbury, En- 

land, have recently delivered to the Allison Manufacturing 

.,in Philadelphia, over 400 wheels with wrougbt-iron 
spoke centres and steel tires and titted to steel axles. These 
wheels are for cars which the Allison Co. is building for a 
South American road. The Patent Shaft & Axletree Co. 
at the same time that it was filling this contract had on its 
books for Brown, Marshall & Co., of Birmingham, the 
wrought-iron steel-tired wheels and steel axles for 1,400 
freight cars for the Western Railway of Buenos Ayres, and 
also an order for 1,000 pairs of wheels and axles for the 
Central Northern Railway in the Argentine Republic and 
510 pairs of wheels with axles for the Santiago & Valpa- 
raiso Railway in Chili. The company had also just com- 
pleted orders for over 6,000 wheels and axles for South 
America. These wheels are mostly for freight cars, but all 
had wrought-iron centres, steel tires and steel axles, most of 
the South American railroads preferring wrought-iron 
wheels to cast-iron, even when used under rolling stock of 
American patterns. 

Bridge Accidents. 

Three serious bridge accidents were reported by telegraph 
witbin as many days. The first occurred on the Terre Haute 
& Logansport Division of the Terre Haute & Indianapolis 
road, on the afternoon of June 26, when a wooden truss 
bridge over the Wabash River gave way under a freight 
train, the engine and several cars going down into the 
river. The engineer, fireman and a brakeman were killed, 
a conductor and another brakeman badly burt. The dis- 

tches do not give a very definite account of the manner 
in which the bridge gave way, but it is said that it was old 
and had been considered doubtful, if not positively unsafe, 
for some time. 

The second accident occurred on the afternoon of June 27, 
when a bridge over White River, near Indianapolis, Ind., 
on the Cincinnati, Indianapolis, St. Louis & Chicago road, 
gave way undera freight train. The best account of this 
accident appears to be that some trackmen who were re- 
pairing the track on the bridge had taken up a rail and in 
putting out their signal had not made sufficient allowance 
for the heavy grade to be approached to the bridge. The 
freight train was unable to stop, and on reaching the place 
where the rail had been taken out left the track and was 
thrown over against the bridge truss. The shock threw 
down two spans of the bridge and the engine and 10 cars went 
into theriver. The bridge was a Howe truss wooden struc- 
ture and is said to be in very good condition, but the truss 
was unable to withstand the shock which it received when 
the engine was thrown against it. 

The third accident happened on the morning of June 29, 
on the Virginia Midland road near Lynchburg, Va. An 
express train approaching the bridge over the James River 
did not stop or slacken speed, owing, it is said, to the failure 
of the air brakes towork. The train entered the bridge at 
very high speed and the smoking car lurched so that its for- 
ward end struck the truss on one side. The car was thrown 
from the track and dragged over the ties for about 100 ft., 
when one span of the bridge gave way and went down into 
the river, carrying two sleeping cars withit. The only per- 
son injured was the conductor. The passengers went down 
with the cars but were all rescued either through the win- 
dows or by holes cut in the car roofs. The dispatches do not 
or any particulars relating to the construction of the 
bridge. 

A fourth accident occurred on the afternoon of June 30, 
when a construction train on the Chicago, Burlington & 
Kansas City road broke through a bridge over Grand River, 
near Sumner, Mo., and the whole train went into the river. 
Two laborers who were riding on the train were killed at 
once, three others are missing and 15 were badly injured. 
The missing men are supposed to have been drowned. The 
bridge, as imperfectly described in the dispatches, was a 
temporary wooden structure put up for use in building an 
extension of the road. 


Steam Motors on Street Railroads. 

It is now some 12 years ago that Messrs. Merryweather & 
Sons, of London, constructed their first steam tramway 
engine for the late Mr. Grantham. Since the failures of that 
time the economy and practical value of steam on tram 
ways have been gradually proved in several parts of the 
world. The measure of success now obtained may be 
gathered from the fact that Messrs. Merryweather have re- 
ceived an order for 15 of their tramway locomotives for 
use on the North London tramways. This tramway com- 
pany has waited until experience has improved tramway 
engines sufficiently to add economy to the advantage they 
offer as to baulage power.—En yineer. 


Difficulties of Through Sleeping Car Service in 
Europe. 
The London Engineer states that the International Railway 
Sleepiug-car Co. is organizing what is called a‘ lightning 
express,” to run between St. Petersburg, Berne and Lisbon, 
on the model of the one between Paris and Constantinople. 
The Russian standard gauge is 5 ft. and the Portuguese 
and Spanish 5 ft. 6 in., while the rest of Europe over which 
this service is to run has the standard gauge of 4 ft. 81¢ in. 
These changes of gauges would render a through service 
without change of cars somewhat difficult. 
A through passenger would also have to pass the ordeal of 
seven custom house examinations. 


Crushing Strength of Bricks. 
Six Staffordshire blue bricks, made by Mr. Joseph Hamblet 
with his improved machinery, were tested at Kirkaldy’s on 
the 4th inst., and resulted in their averaging a crushing 
strength of 1,064 tons to the square foot. This exceeds the 
crushing resistance generally given of granites, but, the 
mean results of experiments with Aberdeen granite, which 
is considered the hardest and strongest kind, Mallet found 
the crushing resistance on cubes about 1.5 in. square to equal 
22,681 lbs. per square inch, or about 1,440 tons per foot.— 
Engineer. 
Joule’s Equivalent. 

The recently published volume of Joule’s scientitic papers 
contains a long description of the apparatus finally used in 
determining the mechanical equivalent of heat, and par- 
ticulars of the results of numerous experiments. The final 
conclusion of the author is: ‘‘ The equivalent at the sea level 
and the latitude of Greenwich will therefore be 773.492 foot- 
pounds, defining the unit of heat to be that whicha pound of 
water, weighed by brass weights when the barometer stands 
at 30 in., receives in passing from 60 deg. to 61 deg. Fabr. ; 
with water weiged in vacuo, the equivalent is finally reduced 
to 772.55 foot pounds.” —ngineer. 


Observation Cars. 
The Chesapeake & Ohio is the only road in the South which 
has adopted the observation car that is so admirably adapt- 
ed to sight-seeing. The car is about the length of a Pullman 
and finished off inside with light col woods, such as 
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cherry, white pine and poplar. The windows of plate glass 
extend from the top of the car to near the floor, and are 
very wide and even set in the doors, presenting almost a 
continuous surface of glass all around the car, and so clear 
that you often look to the casing tosee if the window can be 
down; and there are dark shades to be drawn down if there 
is too much glare from the sun. Thecar is furnished with 
comfortable arm chairs, which can be moved from side to 
side to accommodate the different points of view, and also 
some easy cane-bottom, vis-a-vis double seats which are 
fixed. Heretofore as the trains passed through this country, 
which is so widely and justly famed for its fine scenery, 
travelers pote i | to the doors, maintained a dangerous 
footing on the platform, or stretched and twisted their necks 
in uneasy and unsuccessful attempts to see Hawk’s Nest and 
other lofty crags and picturesque points. Now they can sit 
comfortably in the new car, and with a turn of the head and 
a cast of the eye take in the whole of the grand panorama.— 
Staunton (Va.) Indicator. 


Railroads in Switzerland. 


Tbe American Consul—Mr. Lyell T. Adams—at Geneva, 
writing on the subject of intervational railway communi- 
cation, states that any account of the commercial position 
of Switzerland at present would be incomplete without 
some reference to the great change impending on the com- 
pletion of the new lines of international coramunication, 
whose effect will be to make her the commercial, as she al- 
ready is the geographical and hydrographical, centre of the 
continent. Nothing isolated her hitherto but tne altitude 
above the sea level, now overcome by the Brenner Railway 
aud the tunnels of the Mont Cenis, the St. Gothard and the 
Arlberg, recently opened. By these routes the extremities 
of Europe are brought into direct relations, the meeting 
point ofall lying upon Swiss territory. with the exception 
of the Mont Cenis. This line crosses Upper Savoy, which , 
by the treaty of 1815, forms part of the Swiss neutral terri- 
tory, to be occupied in war by the armies of the Confeder- 
ation. One of its main feeders is the West Swiss Railway, 
from Berne to Geneva, and much of its traffic is likely to be 
diverted by the projected tunnel under the Simplon, What 
effect, adds Mr. Adams, this reconstruction of the European 
railway system will bave on the fortunes of Switzerland, it 
is as yet too early to conjecture. 


A Cable Railroad in Lisbon. 


A cable railroad has been laid in a Lisbon street up an in- 
cline of 1 in 4 for a distance of 560 ft. The cable is carried 
underground, as in our cable street roads of San Francisco 
and Chicago. ‘the inclination is quite uniform, but the road 
makes an S$ curve. The road is worked with water, counter- 
balancing the weight of the car going up, but is arranged to 
be worked by stexm in case the supply of water should be 
interrupted. In the first trials of the road a hemp cable was 
used, and, to test the automatic brakes used, this cable 
was cut while ascending the incline. The brakes stopped 
the car within a distance of 10 ft. This road is the design 
of the Swiss engineer Riggenbach, who is well known as the 
designer of a mountain railroad in Switzerland. 
New Dining Cars. 

The Wason Manufacturing Co. has one of the new dining- 
cars ready for the painters, and both cars will begin their 
daily runs between Worcester and New Haven about Sept. 
1. These cars will cost about $12,500 each, are intended to 
be the most perfect railway eating-houses in the country, 
and will contain several important improvements on all 
previous dining-cars. They are 71 ft. long over all, 20 ft. 
longer than the ordinary passenger coach ard 10 longer 
than the Pullman make, and 9'¢ ft. wide. This extra 
length is used in spite of the great proportional increase in 
dead weight to be carried, and consequent shorteving of the 
car’s life, because it allows more luxurious interior arrange- 
ments. The dining saloon is in the centre of the car, and is 
30 ft. long, furnished in mahogany throughout, with floors 
of 2-in. maple and cherry and is upholstered in 
green leather. There are five tables on each side, 
with a total seating capacity of 40 persons, and 
at the side of each table is a wide plate-glass 
bevel-edged mirror reaching to the top of thecar. At the 
side of each seat isa window with a double pane of plate- 
glass below, and stained glass in the upper sash. Fach 
section also has above if a two-light oil lamp, and hinged 
opera-chairs will be used to allow more convenient access to 
the tables. The Mann system of ventilation is one of the 
features of this saloon, as by it ventilating windows in the 
car roof are done away with, and outside air is forced by 
the car’s motion through a dust-filler, and, in summer, 
through several layers of cracked ice at registers placed 
below each table. In winter a coil of steam-pipe is substi- 
tuted for the cracked ice. Between the dining-room and kit- 
chen is a 10-ft. butler’s pantry, with a handsomely carved and 
ornamental sideboard facing toward the saloon, and con- 
taining cupboards, ice-box, carving table, coffee urns and 
other necessities. From thisa 2-ft. passage leads to the 
end of the car, and the only entrance into the kitchen, with 
the exception of a place to pass dishes through, is from the 
olatform, thus avoiding the smells from the cookiug. The 

itchen is 1614 by 6% ft. and contains a 72 by 30-in. range 
with warming tables, ice-boxes and sinks. There will also 
be an ice-box on the platform, and two refrigerators under- 
neath the cars. The kitchen is finished in cherry and 
maple, and four men will be employed in preparing 
food. At the other end of the car are the ordi- 
nary wash-room, heaters, etc. The cars have the 
Mann solid arch roof, which does away with the 
usual clear-deck for ventilating transoms, and they are hung 
on eigbt sets of quadruple cast-steel springs. Two six-wneel 
trucks, having 42-in. steel-tire paper wheels, form the run- 
ning gear. About a dozen men will be employed on each 
car, and one will probably be painted in Boston & Albany 
colors, and the other in the New Haven road style. Each 
car will make a round trip between Worcester and New 
Haven, or vice versa, running as dining-cars on the 11 a. m. 
train from Boston or New York, and returning as supper- 
cars on the 4:30 p. m. train from New York or Boston.— 
Springfield (Mass.) Republican, July 2. 





THE SCRAP HEAP. 


Worse than Dynamite. 


‘“* These dynamite explosions over in England,” said the 
sleeping-car conductor, ‘‘ remind me of an old woman and 
her jug of yeast. She got on at a small station out beyond 
Steubenville, carrying a gallon jug in her hand, which she 
told me contained a fine quality of home-made yeast. It 
was well corked and tied, and the old lady carried it to her 
berth with ber, taking as much care of it as if it had been a 
baby. An bourorso later, when everybody was asleep, 
there was the most tremendous explosion ever heard in a 
sleeping car, and all the neighbors of the woman hada 
shower-bath of the frotby stuff from the shattered jug. It 
was dark and they thought they were covered with their 
own blood, Such screaming you never beard, and the old 
woman herself was the most frightened of the lot. The 
shaking of the car had made the yeast livelier than dyna- 
mite, and an extra heavy lurch had set it off. The bed- 
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clothes of four sections had to be changed.”—Philadelphia 
Times. 


Drinking Men Not Wanted on the U., B. & Q. 

The following notice has been served on the employés of 
the Chicago, Burlington & Quincy road, and it will be rigidly 
enforced: 

‘*1, Men known to be in the habit of becoming intoxicated 
sball not be taken into the employ of this company. 

“2. Station agents, train and enginemen and telegraph 
operators who are known to visit drinking places shall be 
warned that they must stop at once. If they persist, they 
shall be discharged and shall not be employed again without 
the consent of the General Manager. 

**8. Station agents, train and enginemen and tele- 
graph operators known to have been drunk, eitber on or o 
duty, shall, as a rule, be discharged. Special cases where it 
is the first offense, superintendents and master mechanics 
may, however, use their discretion, but if the same man i 
found drunk the second time. he must be discharged. 

**4. No person discharged for drunkenness shall be em- 
ployed again without the consent of the General Manager.” 


Misplaced Switches. 
** Just to think,” said a Vassar graduate, ‘‘ here is an ac 
count of a train being throwr from the track by a misplaced 


switch. How utterly careless some women are about leav- 
ing their hair around.” And she wenton reading and eating 
caramels, 


A Rock Island Relic. 


The annual report of the Chicago, Rock Island & Pacitic 
Co. reprints asa relic of the first opening‘of the road, 81 
years ago, the folluwing advertisement, taken from a Chi- 
cago daily paper of that date: 

TRANSPORTATION. 
CHICAGO & ROCK ISLAND R. R. 
NOTICE. 

On Monday, March 14th, 185%, and thereafter. until fur- 
ther notice, a Passenger Train will be run daily, Sundays ex 
cepted, between : 

Chicago and La Salle, 
Leaving Chicago at 8 o’clock a. m., arriving at La Salle at 
at 1:20 p. m. 
Returning, 

Leave La Salle at 1:40 p. m., arriving at Chicago at 7 
p. m. f 

Connecting with Steamers at La Salle for St. Louis and 
intermediate places on the Illinois River. Also, with Stages 
westward to Iowa and northward to 

Dixon, Galena and Dubuque. 

Trains arrive in Chicago in season for all trains going 
Eastward the same evening. A Freight Train will leave 
Chicago Mondays, Wednesdays and Fridays at 8:05 a. m 

teturning, leave La Salle Tuesdays, Thursdays and Satur 
davs at 7:30 a. m. 

Baggage received and checks given therefor, and careful 
Baggage Masters provided to take charge of it. 

For Tickets. apply at the office in the Depot, corner of 
Twelfth and Clark Streets, Chicago, and at Stations on the 
line. 

The Clock in Sherwood & Whatley’s Store, corner Lake 
and Dearborn Streets, Chicago, is at present adopted as 
standard time, and the traveling public are reminded that 
the Trains will start promptly at the times above stated 
as indicated by that clock. 

[3° Passengers will procure Tickets before taking Seats in 
the cars. A. R. GILLMORE, Superintendent. 


A Veteran Conductor. 


Mr. Orren Hamilton, of the Boston & Maine Railroad 
Company, completes to-day bis thirty-seventh year with the 
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corporation. Mr. Hamilton is the oldest employé, with one 
exception, on the road, and has conducted trains longer than 
any one now employed by this company. He commenced 
work at Great Falls, N. H., (his native place), doing a gen 
eral business, and from this position he began running a 
passenver train from the Falls to South Berwick Junction, 
making two trips per day for a space of two years. After 
acting a short time as ticket agent at Great Falls he was 
called to Boston, where he worked as a spare hand two years 
or more, when he had given to him a train between Boston 
and Lawrence, running a part of the time over the George 
town branch. He held this position about 15 years, and 
then succeeded Joseph Smith on the main road from Boston 
to Portland, which place he now retains. During the 37 
years that Mr. Hamilton has been in the employ of 
this corporation not a person has been killed or injured, nor 
any property destroyed while under his control. Iv other 
words, he has not had a single accident to this date.—Boston 
Herald, July 1. 


He was Too Smart. 


In an east bound train from Paterson yesterday morning 
sata young man. He wore asingle eve-giass, an amateur 
moustache and a pair of meek side-whiskers. A stout woman 
with a baby took a seat beside him. She placed the sleeping 
infant on the seat and disappeared. As the cars started 
from Passaic the young man grabbed tbe child, ran to the 
rear platform, handed the infant to a native, and, pointing 
to a woman who was just disappearing through the door, 
said: ‘“‘ Catch that woman! She tried to abandon her baby 
in the train.” Then, with a satisfied air he took his seat 
again. Ina few minutes the mother returned. The train 
was going at the rate of 20 miles an hour. ‘‘ Where’s my 
child ?” she gasped. ‘‘I—I—I thought you were gone,” he 
said. The woman made it so warm for the young man that 
he cantered off to the baggage car. At Passaic Bridge the 
almost frantic mother alighted and returned to Passaic, 
where she found the baby in charge of Expressman Nor 
man.— Newark (N. J.) News. 


A Railroad Man’s Hard Luck. 


Dennis McKerney is an employé of the Erie Railroad Co. 
A year or so ago he was track walker on the Susquebanna 
division. One night he fell asleep at the side of the track. 
He flung one arm over the rail, and a train came along and 
cut it off. Then he was made a flagman on a freight train. 
The train was wrecked and the caboose set on fire. Me 
Kerney was in the caboose, and was so badly burned that he 
lost the use of one leg. He wasthen placed in charge of a 
gang of men on Hoyce’s section of track. On Tuesday he 
got ona hand car to ride home. He sat with his feet hang 
ing over in front. They caught in the boards between the 
rails at a road crossing, and he was thrown out under the 
car. The flesh was torn from his remaining arm from the 
elbow to the hand, and his right cheek was cut off. He will 
get well.—Puterson (N. J.) Press. 


The Man at the Door. 


He was a weary-luoking man, weary and heavy-laden 
and when the fat woman with three children and seven 
large packages icquired when the next train left for Tona, 
wanda, was the depot clock right, was he sure the train- 
didn’t leave earlier, did he know what time it arrived at 
Tonawanda, and did he realize what a task it was for a lone 
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woman with three small children to travel, the look deepened 
and intensified. 

“Ts life a burden ?” asked the sympathetic reporter of the 
weary one. 

‘“‘At times; particularly this hot weather. I don’t 
mind auswering reasonable questions fifteen hours a 
day without a break (No, madame, the 6 o’clock train does 
not leave at half-past 5. It leaves at 5:60), but Ido object 
to being used as a target for people to fire language at indis- 
criminately. One gets toughened, however. (All aboard 
for Black Rock, Tonawanda, and Lockport. No, sir. This 
train does not go to Batavia. The Batavia train will 
not be ready for balf an hour. You will be obliged 
to show your ticket, madame, not for publication, 
but as a guarantee of good faith, as they say in 
the newspapers. Train on the right. Yes, sir, the 
Lake Shore bas been in half an hour. I didn’t notice a tall 
woman with a wart on her chin and a squint in her left eye. 
Perhaps she is inthe waiting-room. You'll have to get a 
ticket, madame. No one allowed to pass here without a 
ticket. You have just seven minutes.) As I was saying, 
you get toughened to it. (Yes, ma’m, we make connections 
with the Grand Trunk at Suspension Bridge. Ob, plenty of 
time to get your baggage checked. Baggage-room down 
that way.) Ob, ves, I was saying you get toughened to it. 
What really makes you discouraged is to have people make 
a confidant of you. One old lady this morning came rush- 
ing up out of breath and asked: ‘Is the Lake Shore train 
gone yet? I told her it would be an hour before it would 
be madeup. She was one of those motherly old souls from 
way back. Soshe told me how she lived in the country 
down near Bath. How her daughter Percilla had married 
a young fellow and gone out to Michigan, and how Percilla 
had just experienced the joys of maternity as per informa- 
tion she had received by telegraph, aud how she 
was hurrying out with a full stock of catnip and 
saffron, and that the blessed baby was going to be cared 
for in a Christian way if it was way out in the wilderness of 
Michigan. Then she wanted my views on the best names 
for babies of both the masculine and feminine varieties, 
which she had me put down on the back of an envelope; 
then she wanted my name, and when she left she said she 
was going to write me and let me know what name was 
finally decided ov, and whether it wasa boy ora girl. A 
man with a family ought not to be asked to take an interest 
in babies he never expectszto see or has no desireto, It’s too 
much. Yet one must be polite, but he’s got to have strong 
nerves to stand some of the questions that are asked and 


confidences that are made. (Beg pardon? Ah, yes. Train 
for Detroit leaves in 15 minutes, Next train at midnight. 
Yes, sir, you can geta train in the morning. I think you 


can get a boat up St. Clair River at Detroit. There are 
several good hotels, Genesee, Tifft. Mansion, Stafford, Broe- 
zel, Continental. Prices? Ah! From $4 to $2. All aboard 
for Batavia, Rochester, Syracuse, Albany, and New York. 
Stand one side, please, and let this lady pass. Train to the 
left, madame. Sleeper? That porter will assist you with 
your baggage, You can get supper in Rochester). Yes, 
this door is a great place for a man, but then the chance you 
have to study human nature is excellent, and there is every 
day something pleasant happening that relieves the grind. 
Going ? Well, ta ta.” 

And as the reporter left a fat German on his way to Cin- 
cinnati settled himself back to ascertain what the doorman 
knew of railroad time-tables and things in general. Some- 
thing like a sigh escaped the doorman, the lines of care 
deepened, but the smile that he puts on every morning and 
takes off only when he seeks his couch was still immaculate. 
—Buffalo Express. 

Wrecked by a Waterspout. 

A passenger on the west-bound train on the Norfolk & 
Western Railroad on the night of June 22, gives the Lynch 
burgh (Va.) Advance the following account of a waterspout 
which struck the train near Big Tunnel: ‘‘As the train 
pulled up the heavy grade to Big Tunnel—the heaviest 
grade onthe road—two threatening dark clouds gathered 
from opposite directions, and just before the engine entered 
the tunnel, and while the entire train was in a deep cut, the 
two clouds met, pouring down a volume of water which 
washed rocks of all sizes from the banks above, in a perfect 
shower, on the track and on the train. The engine was 
thrown from the track by one of large size, and the windows 
were shattered until the water poured into the cars in great 
volumes, flooding the floors to a depth of several inches. 
The passengers were much frightened, but there was no 
escape. Waterfalls poured over the sides of the cut, and 
the track was submerged to a height of several feet. 
‘The conflict between the clouds was short and sharp, and 
after letting down the immense volame of water tbey con- 
tained, they cleared away, leaving in view the work of 
destruction they had caused. The engine was covered with 
mud and the fire put out, the cars were pelted and splashed 
ontside and deluged inside, while the passengers sought the 
dryest spots possible. Our informant says the fall of water 
was more likea river going over a dam than a rain, and 
that he never before experienced the like.” 


General Qailroad Mews. 
MEETINGS AND ANNOUNGEMENTS, 


Meetings. 
Meetings will be beld as follows: 

Louisville, New Orleans & Texas, special meeting in New 
Orleans, July 22, to complete the organization of the com- 
pany. 

Mobile & Girard, annual meeting, in Girard, Ala., July 24. 

Manhattan, adjourned special meeting, at the office in 
New York. Aug. 1. 

Metropolitan Elevated, special meeting, at the office in 
New York, July 31. 

New York Elevated, adjourned special meeting, at the of- 
fice in New York, Aug. 1. 

Vicksburg d& Meridian, adjourned annual meeting, at the 
office in New York, July 16, at noon. 

Dividends. 
Dividends have keen declared as follows: 

Boston, Revere Beach & Lynn, 3 per cent., semi-annual, 
payable July 1. : 

Cheshire, 144 per cent., semi-annual, on the preferred 
stock, payable July 10. 

Delaware, Lackawanna & Western, 2 pec cent., quarter- 
ly, payable July 21, Transfer books close July 3. 

Georgia Railroad & Banking Co., 244 per cent., quar- 
terly, payable July 15. 

Long Island, 1 per cent., quarterly, payable Aug. 1. 
Transfer books close July 15. 

Pittsburgh, Fort Wayne & Chicago (leased to Pennsyl- 
vania Co.), 154 per cent., quarterly, payable July 1 onspecial 
guaranteed stock, July 8 on regwar stock. 

Portland, Saco & Portsmouth (leased to Eastern Railroad 
Co.), 3 per cent., semi-annual, payable July 15. . 

Providence & Worcester, 3 per cent., semi-annual, paya- 
ble July 1. 

Richmond & Petersburg, 24¢ per cent., semi-annual, paya- 
ble July 1. 

















United New Jersey (leased to Pennsylvania Railroad 
Co.), 244 per cent., quarterly, payable July 10. 

West Jersey & Atlantic (leased to West Jersey), 2 per 
cent., semi-annual, payable July 28. . 


Railroad and Technical Conventions. 
Meetings and conventions of railroad associations and tech 
nical societies will be held as follows: 

General Baggage Agents’ Association, semi-annual meet- 
ing, in Boston, on Wednesday, July 16. 

Traveling Passenger Agents’ Association, annual meet- 
ing, in Denver, Col., on Tuesday, Aug. 12. 

Western Association of General Passenger & Ticket 
Agents, adjourned meeting, in Minneapolis, Minn., on Wed- 
nesday, Aug. 13. 

Train Dispatchers’ Association, preliminary meeting, to 
form an association, in Louisville, Ky., on Wednesday, 


Aug. 20. : 
aster Car- Painters’ Association, annual convention, in 
Boston, on Wednesday, Sept. 3. 


Road-Masters’ Association of America, annual conven- | 


tion, in Indianapolis, Ind., on Wednesday, Sept. 10. 

Association of American Railroad Superintendents, 
semi-annual meeting, in Boston, on Tuesday, Sept. 16. 

National Association of General Passenger & Ticket 
Sanat. semi-annual convention, in Boston, on Tuesday, 

ept. 16. 

ew England Railroad Club, first monthly meeting for 

the season, at the rooms in the Boston & Albany station iv 
Boston, on Wednesday, Sept. 24. 

New England Road-Masters’ Association, annual conven- 
tion, at White River Junction, Vt.,on Wednesday, Oct. 8. 

General Time Convention, fall meeting, at the Conti- 
nental Hotel, Philadelphia, on Thursday, Oct. 9. 

Southern Time Convention, fall meeting, at No. 46 Bond 
street, New York, on Wednesday, Oct. 15. 

American Street Railway Association, annual conven- 
tion, in New York, on Wednesday, Oct. 15. 


Foreclosure Sales. 

The divisions of the Toledo, Cincinnati & St. Louis road 
south of Delphos, O., were to be sold in Cincinnati, June 28. 
Before the time fixed for the sale, application was made to 
the Court for the postponement of the sale of the Cincinnati 
Northern Division. It was stated that nine-tenths of the 
parties in interest asked for the postponement, and the 
Court granted the application, adjourning the sale of the 
division until Sept. 15 next. An attempt was made to defer 
the sale of the other divisions also, but without success, and 
the sale then proceeded. The Cincinnati Division, 18 miles 
long, was sold for $20,000, to George N. Smalley of Water- 
town, Mass., representing the bolders of the first-mortgage 
bonds. The Dayton Division, 97 miles, was sold for $425,- 
000, also to the representatives of the bondholders. The 
bondholders’;committee also purchased the Dayton & South- 
eastern Division, 160 miles long, for $500,000. The last 
section of the road sold was the Iron Division, formerly the 
Iron Railroad, 18 miles long, which was bought by the 
bondholders’ committee for $500,000. I+ is understood 
that opposition will be made to confirming the sales. 


Engineers’ Ciub of Philadelphia, 


A special business meeting was held in Philadelphia, June 
21, resident Wm. Ludlow in the chair; 31 members and 
2 visitors present. The Secretary stated that, this being the 
last meeting until the fall. determinate action would have to 
be taken by the Club with regard to arranging for the new 
club house, as the lease of the rooms expireson Dec 1, and 
three months’ notice must be given. The President an- 
nounced that the result of the inquiries made by the com- 
mittee of the board of directors (Messrs. Frederic Graff, 
Henry G. Morris and Col. William Ludlow, chairman), 
seemed to point to one of the Girard estate buildings on 
Girard street, between Eleventh and Twelfth, as the most 
central and suitable for our purposes, and that possession 
thereof could be had about October next. 

Mr. Horace See moved that the board be requested to 
lease the same, and notify the present landlord of the club. 
The Secretary read a letter from Mr. Edward Samuel, 
advocating the purchase and improvement by the club of a 
building somewhat further westward. 

After favorable discussion of Mr. See’s motion by Messrs. 
Ashburner, Strong, Graff and W. B. Smith, it was unani- 
mously carried. 

Prof. L. M. Haupt, Chairman of Committee on Resolutions 
with regard to the proposed change in the United States 
Coast and Geodetic Survey, reported the following, which 
were unanimously adopted and the Committee discharged : 

‘* Whereas, We, the Sagtocors’ Club of Philadelphia, have 
learned that a bill has been drafted in the sub-committee on 
Sundry Civil Appropriations of the United States House of 
Representatives, the purport of which is to merge the United 
States Coast and Geodetic Survey into the Navy and Interior 
Departments ; 

“ And Whereas, Under existing laws and regulations, 
such a practical dissolution of this distinguished and efficient 
organization must result in a lowering of the high standard 
attained, without producing any equivalent on the score of 
eccnomy or expediency ; 

** And Wheveas, The changes now proposed were tested, 
both in 1834 and 1851, and in each instance proved a failure; 
therefore itis . 

** Resolved, That in the opinion of the members of this 
organization the proposed change in the status of the United 
States Coast and Geodetic Survey would be prejudicial to 
the best interest of the government service. 

Resolved, That the members of Congress representing the 
state of Pennsylvania be, and are hereby, respectfully and 
earnestly requested to opyose the passage of this bill.” 

The Secretary having arranged therefor, copies of the 
above were forwarded immediately after the meeting. 

The Secretary reported upon the relations of the Club to 
the Custom House and Post Office, but delays his final report, 
as certain matters in relation thereto are still subject to con- 
troversy. Documentary and other evidence is on file, how- 
ever, to show that the following are among tbe remarkable 
conclusions which have been reached by our government 
officials. 

By the Custom House: - 

**1. That engineering societies, the objects of which are ‘the 
professional improvement of its members, the encourage- 
ment of social intercourse among men of practical science 
and the advancement of engineering in its several branches,’ 
are not scientific societies. 

‘*2. That the liability of a package to duty depends upon 
its size. 

“3. That the Jransactions of the Institution of Civil En- 
gineers of England are subject to customs duty, and that 
the Transactions of the North of England Institute of Min- 
ing & Mechanical Engineers are not. 

“4. That the Transactions of the Institution of Civil Engi- 
neers of England are worth about three cents each. Sic 
transit ‘ad valorum’ mundi !)” 

By the Post-Office : 

“1, That while two cents per pound is the rate accorded 
to the general press, including: certain pictorials about 
which all respectable people seem to have one opinion, 
a society the object of which is the dissemination of useful 
knowledge, must pay one cent for each two ounces and 





fraction thereof, or over eight cents per pound, on a publi- 
cation issued as its own proceedings. 

“2. That this Society is not entitled to ‘the same low 
rates that are extended to the general public’ under the 
recent law, making one cent for four ounces the rate at 
which an individual can post a newspaper.” 

The report of the Secretary was referred to the Board 
with power to act. 

On motion of Mr. C. A. Ashburner, the club rooms were 
unanimously tendered to the local committee of the Ameri- 
can Institute of Mining Engineers for their headquarters. 

The tellers of election reported that 113 votes had been 
cast, and the following gentlemen elected active members 
of the Club: Eckley B.-Coxe, Wm. H. Robinson, Robt. L. 
Holliday. Jos. M. Wilson, Matino Crizuka, Edwin Chamber- 
Jain, John W. Cloud, Jas. F. Wood, Wm. Sellers, 8. N. 
Stewart, A. R. Faunt Le Roy, Wm. H. Jones, T. Benton 
Brown, Oscar Sanne, Wm. H. Dechant, and W. H. Heuer. 

Mr. Horace See presented copies of indicator cards from 
the engines of the yacht “Anthracite,” taken with 370 pounds 
boiler pressure per square inch, and steamship ‘“‘Aberdeen ” 
with 113 pounds, also a diagram showing curve of initial 
pressure of steam in the bigh-pressure cylinder of each 
vessel. The cards and accompanying table showed what 
the division of the work between two or more cylinders, so 
as to limit the range of expansion and temperature in each 
cylinder during one stroke, has to do with the economy of 
the steam engine, and that in utilizing the higher pressures 
we mu3t employ an engine with a degree of efficiency pro- 
portionate to the increase of pressure. 

Mr. J. E. Codman exhibited and explained drawings of 
the new steel boilers for the Philadelphia Water Depart- 
ment. 

Mr. Chas. A. Ashburner presented a brief description of 
the antbracite coal fields, accompanied by a geological map 
of the region, which will be engraved and published in the 
Proceedings. Among many facts relating to the geology 
and mining of coal, it was stated that, according to recent 
measurements and estiiaates made by the Geological Survey, 
less than 30 per cent. of the marketable coal contained in 
the high dipping beds of the Schuylkill and Lehigh basins 
had, during the past history of anthracite mining, been sent 
to market, while over 40 per cent. had been left in the mines 
for roof supports, and over 30 per cent. bad n thrown 
on the culm banks as being too fine and dirty to ship. It is 
encouraging to know that within the last few years the 30 
per cent. of actual fuel coal obtained bas, in many cases, 
been increased to between 45 and 50 per cent. 

Mr. McCreath’s recent analyses show that the best coals 
from the Lehigh basins which can be had in the market, do 
not contain over 86.5 per cent. of fixed carbon, although 
these coals have generally been rated about 90 carbou fuels. 
It would appear that past analyses have been of picked 
specimens, while those collected by Mr. Ashburner bave 
been samples taken from between 100 and 200 tons of the 
coal loaded on railroad cars ready for shipment to market. 
The spot value at the mines of Pennsylvania anthracite is 
equivalent to 92 per cent. of the spot value at the mines of 
all the bituminous coal mined in the United States, and 89 

r cent. of the value of all the gold and silver mined in the 

nited States. 

Mr. Ashburner also presented tu the Club a very fine 
sbaded lithograph of the topography of McKean County, Pa. 

Prof. L. M. Haupt added to his recent papers ou rapid 
transit, statistics of the growth of cities as exemplified in 
Poiladelphia. 

The Secretary presented Mr. John Marston’s reply to Mr. 
J. H. Murpby’s discussion of the formula for turnoats and 
crossings, presented by him to the Reference Book. 

The Secretary also presented the following Reference 
Book contributions: ‘‘ A Co-ordinate Method of Ascertaining 
Distances in Cities, Applied to Philadelphia,” by Mr. Jobn 
H. Dye ; ‘Relative Elevations of Certain Leveling Data,” 
by the Secretary. 

The Club adjourned for the summer, to meet at the call of 
the President. 


ELECTIONS AND APPOINTMENTS. 


Boston & Lowell.--The organization of the operating de- 
partment is now as follows: General Superintendent, 
Charles S. Mellen, Boston; Superintendent Southern Divi- 
sion (Boston to Concord an1 brauches), J. F. Crockett, Bos- 
ton; Superintendent White Mountain Division (Boston, Con- 
cord & Montreal). W. A. Stowell, Concord, N. H.; Superin- 
tendent Northern Division (Northern Railroad), George E. 
Todd, Concord. 


Central lowa.—The list of directors chosen at the recent 
annual meeting is as follows: Alfred Sully, Russell Sage, 
G. T. M. Davis, W. C. Hurd, G. E. Taintor, New York; D. 
P. Phelps, William Hanna, Monmouth, Ill.; R. K. Dow, 
Claremont, N. H.; P. V. Rogers, Utica, N. Y.; H. J. Board- 
man, Boston. 








Central Vermont.—At the anoual meeting in St. Albans, 
Vt., June 27, the following directors were chosen: E. C. 
Smith, J. Gregory Smith, St. Albans, Vt.; W. H. H. Bing- 
bam, Stowe, Vt.; J. R. Langdon, Montpelier, Vt.; Joseph 
Hickson, Montreal ; Ezra H. Baker, B. P. Cheney, Boston. 


Chicago & Grand Trunk.—The following circular an- 
nounces officially an appointment heretofore reported: 

“Mr. S. R. Callaway having resigned the position of 
General Manager of the company t) accept an important 
appointment on the Union Pacific Railway, Mr. W. J. Spicer 
has been appointed General Manager, and will assume 
the active duties of the office on July 1.” 


Cincinnati, Hamilton & Dayton.—The new board has 
elected the following officers: H. J. Jewett, President; C. C. 
Waite, Vice-President; Frederick H. Short, Secretary and 
Treasurer; Charles H. Rockwell, Auditor. 


Cincinnati, Washington & Baltimore.—Mr. W. H. King 
is appointed Assistant (teneral Passenger Agent. He was 
recently on the Cleveland, Columbus, Cincinnati & Indian- 
apolis, and was formerly connected with the Louisville & 
Nashville 


Dakota Midland.—Mr. George W. White, late Assistant 
General Manager, has been appointed General Superintend- 
ent. Mr. J. A. Scott is appointed General Ageut. Offices 
in Ellendale, Dakota. 


Dayton & Michigan.—Tbis company has elected Hugh J. 
Jewett President : C. C. Waite, Vice-President; F. H. Short, 
Secretary and Treasurer. The road is leased to the Cincin- 
nati, Hamilton & Dayton. 


Flint & Pere Marquette.—Mr. H. C. Potter, Jr., has been 
elected Secretary and Treasurer of this company. All 
communications pertaining to business in either depart- 
meat should be addressed accordingly. His office is at East 
Saginaw, Michigan. 


Florida Railway & Navigation Co.—At a meeting held 
in Fernandina, Fla., June 20, the aos directors were 
chosen: A. D. Bassett. C. B. Cammings . Bayard Cut- 
ting, E. N. Dickerson, E. H. Harriman, B.S. Henning, H. L. 
Horton. L. M. Lawson, C. J. Peck, F. W. Peck, T. A. Platt, 
C. D. Willard, David L. Yulee. 














Grafton & Greenbriar.—At a meeting of the directors in 
Grafton, W. Va., June 30, the following officers were 
elected: President, William Clements; Vice-President, J. E. 
Hall; Treasurer, J. W. Talbott: Secretary and Auditor, J. 
W. Glascock; General Manager, G. W. Whitescavaner. 


Leavenworth Bridge Co.—The officers of this new com- 
pany are: President, Senator Caldwell; Vice-President, L. 
T. Smith; Secretary, Paul C. Havens; Treasurer, M. H. 
Insley. Officein Leavenwortb, Kansas. 


Louisville, Evansville & St. Louis.—Mr. C. F. Dalton has 
been appointed General Superintendent of this road. Mr. 
be 3s was formerly on the New York & New Englaud 
road. 


Massachusetts Railroad Commission..—The Governor of 
Massachusetts has appointed Rdward I. Thomas, of Brook- 
line, Railroad Commissioner in place of Joseph H. Chad- 
wick, whose term has expired. The other members of the 
board are Thomas Russell and Everett A. Stevens. 


Mattoon Southwestern.—The office of this new company 
is in Mattoon, Ill. The directors are: J. F. Clouse, I. B. 
George, J. C. James, Tra Jones, John Jones. 

New York & New England.—The following circular has 
been issued by Receiver Clark : 

** The office of General Superintendent and Superintend- 
ent of Motive Power have been vacant since Feb. 1. Mean- 
while the duties of these departments bave been satisfacto- 
rily performed, hut the Receiver believes that in a property 
of this extent true economy requires a responsible head for 
each of the operating and mechanical departments. He 
takes this occasion to thank the division superintendents and 
master mechanics for their cordial co-operation in promot- 
ing the welfare of the property, and announces the follow- 
ing appointments, to take effect immediately : William H. 
Turner, General Superintendent, office at Boston; J. B. 
Henney, Superintendent of Motive Power, office at Boston ; 
E. G. Allen, Superintendent Eastern Division, vice W. H. 
Turner, promoted, office at Boston.” 


Ogdensburg & Lake Champlain.—The new board bas 
elected Lansing Millis President. Mr. Millis is Traffic 
Manager of the Central Vermont. 


Pennsylvania, Slatington d& New England.—At the an- 
nual meeting, June 25, the following directors were chosen: 
E. T. R. Applegate, Alexander P. Berthoud, H. H. Boody, 
R. C. Combes, Henry C. Hicks, Reuben Leland, John 
Loomis, 8. M. Schanck, Ezra J. Sterling, F. M. Ward, Geo. 
M. Wright. The board elected Alexander P. Berthoud Pres- 
ident; J. C. Stanton, Jr., Secretary; Ezra J. Sterling, 
Treasurer. 


St. Louis Transfer Railway.—The directors of this new 
company are: Alexander Hamilton, John P. Keiser, R. J. 
Lackland, Miles Sells, M. A. Wolff, all of St. Louis. 


Texas & St. Louwis.—Mr. P. J. Milan bas been appointed 
Master Mechanic of the Texas Division of this road, in place 
of W. E. Phillips, resigned. He will have entire supervision 
of the motive power and car departments. 


Union Terminal of Buffalo.—Mr. F. L. Danforth, of 
Buffalo, N. Y., is President of this new company; F. 8. 
Buell, Secretary; Franklin D. Locke, Attorney. 








PERSONAL. 





—Mr. F. E. Merrill bas resigned his position as Superin- 
tendent of the Western Division of the New York, West 
Shore & Buffalo road, to take effect July 15. 


—Mr. Chas. J. Wilkinson, Paymaster of the Providence & 
Worcester road, committed suicide June 29, by shooting 
himself with a pistol. No cause for this action was known 
to exist. 


—Mr. C. Vandervoort Smith, a well-known engineer and 
formerly a director of the American Society of Civil Engi- 
neers, died in New York June 30. His funeral services 
were held July 3. 


—Messrs. George H. Baker, George S. Scott and H. C. 
Fahbnestock have resigned their positions as directors of the 
East Tennessee, Virginia & Georgia Co. They were 
understood to b2 representatives of the Richmond & Dan- 
ville in the board, and their resignation is considered 
significant. 


—Mr. John McLeod has resigned his position as General 
Superintendent of the Louisville, New Albany & Chicago 
Railway, and will devote all his time to the management of 
the Kentucky & Indiana Bridge Co., of which he is the 
Chief Engineer. ‘This ome ae is building a steel railroad 
and highway bridge over the Ohio River at Louisville. 


—It is reported that the position of General Manager of 
the Wabasb, St. Louis & Pacific road will be tendered to 
Mr. Joseph F. Tucker, late of the Illinois Central. In 
case he should accept, the general office of the road will be 
moved to Chicago, A Chicago dispatch, however, reports 
Mr. Tucker as saying that he had received no information 
in regard to the proposed appointment. 


—Mr. Alfred Ely, who died last week, when a young man 
became connected with the Cleveland, Columbus, Cincinnati 
& Indianapolis road and was afterward appointed Pay- 
master of that road. After holaing that position a number 
of years he resigned to go into the car-wheel business, but 
was not successful, and subsequently accepted the position 
of Auditor of his old road. In 1881 he resigned that posi- 
tion and declining health bas since prevented him from 
engaging in active work. 


—Mr. Edwin K. Hyndman died at bis residence in Pitts- 
burgh, June 27, of consumption. He was about 40 years of 
age and had been engaged in railroad work over 24 years. 
His first employment was on the Lehigh & Susquehanna 
road, and he was fora short time Superintendent of that 
road. He subsequently became Chief Engineer of the Pitts- 
burgh & Connellsville road and was afterwards made 
General Superintendent of that road, retaining the position 
for some time after it became a division of the Baltimore & 
Ohio. After bis retirement from that position he was for a 
time connected with the Connelisville Coal & Irun ©o., and 
some three years ago was appointed General Manager of the 
Pittsburgh & Western road, and was soon after also chosen 
President of the Pittsburgh Junction Co. He retired from 
these positions about a year ago on account of ill health. 








TRAFFIC AND EARNINGS. 





Northwestern Traffic Association. 


A meeting of the pense managers cf the roads in this asso- 
ation was held in Chicago last week, but nothing was ac- 
=e in relation to troubles resulting from the recent 
tting in rates, representatives of the several roads being 
able to agree. Another meeting is to be held shortly. 


THE RAILROAD GAZETTE 


Grain Movement. 
for the week. ending June 21 receipts aud shipments of 
grain of all kinds at the eight reporting Northwestern mar- 
kets and receipts at the seven Atlantic ports have been, in 
bushels, for the past eight years: 


North- -—Northwestern shipments.— 
western P. c. Atlantic. 
Year. receipts. Total. By rail. Byrail. receipts. 
1877....2,029,971 2,627,653 781,921 29.8 2,451,213 
1878....3,851,821 2,624,876 824,773 31.4 3,788,708 


1879....4,268,973 3,747,455 


6,663.080 


1,876,488 50.1 
2,303,100 34.5 10,576,372 


4,989,478 





1881. ...7,252,434 7,456,759 3,566,702 47.8 5,963,626 
1882... .2,58'2,691 3,256,794 1,171,451 36.0 2,639,4 4 
1883. ...4,276,859 3,922,439 1,184 016 30,2 3,728,017 
1884 4,086,347 5,069,763 2,798,535 55.2 3,5 20,937 


Thus the receipts of the Northwestern markets for the 
week were this year less than in the corresponding week of 
any previous year since 1878, except 1882, but only a little 
less than last year. They were 676,000 bushels less than in 
the previous week of this year, and the smallest for three 
weeks, The shipments of these markets were exceeded only 
in the corresponding weeks of 1880 and 1881, and were 
1,147,000 bushels more than last year, and were also 153,- 
000 bushels more than in the previous week, and the largest 
of the year except in the week when lake navigation 
opened. The rail shipments were among the largest ever 
made when navigigation was opened, but were exceeded in 
the corresponding week of 1881, which was the first week of 
the railroad war of that year. These rail shipments were a 
little more than in the previous week, and may have been 
evens by the announcement of the advance in rates June 
9. 

The receipts of the Atlantic ports were smaller than in any 
corresponding week since 1877 except 1882, but not much 
smaller than last year. They were 205,000 bushels less 
than in the previous week of this vear. 

For a few weeks past an unusually large share of the 
receipts have been at Chicago and Milwaukee, chiefly at 
Chicago. The two together received 66.5 per cent. of the 
whole in the first week of June, 66.6 in the second week, 
and 71.7 inthe third week, against 55.7 per cent. in the 
whole month of May, and 55.2 in the five months ending 
with May. This bas been largely at the expense of St. Louis 
and Peoria, which received 31.5 per cent. of the whole in 
May and the five months ending with May, but only 21.2 in 
the first week of June, 21.7 in the second and 21.1 in the 
third week. 

The exports from Atlantic ports during this week ending 
June 21 have been, for five years: 

1880, 1881. 1882. 1883. 1884. 
Flour, bbls.. 104,192 114.648 65,265 97.239 133:2,584 
Grain, bus...7,122.553 4,651,614 886,384 1,898,875 2,150,423 

The exports this year were thus considerably greater than 
last year and more than twice as great asin 188’, but not 
half as great asin 1881 and little more than one-third as 
great as in 1880. 

Buffalo grain receipts by lake from the opening of naviga- 
tion to June 30 were as follows, flour in burrels and grain in 
bushels, flour being reduced to wheat in the totals : 


1884. 1883. Decrease. P.c. 
PT ere, 579,844 85,021 14.7 
aoa 5h Ne pretends 12,128,404 18,867,084 


6,738,610 35.7 
Tota), bushels. ...14,602 219 21,766,234 7,164,015 329 
Shipments eastward of grain received by lake for the same 

period were, in bushels : 


1 e 1883. Ine. or Dee. P.e. 

By canal ....... 8,108,697 12,490,885 D. 4,382,128 35.1 
MUIR ic vews'ss 2,800,015 4,141,476 D. 1,341,461 32.4 
Total..........10,908,712 16,632,361 D. 5,7.3,649 34.4 
Per cent. by rail. 25.7 249 0.8 mee 


The canal opened on the same date (May 7) in both years, 
so that the period of canal navigation was the same. 


Railroad Earnings. 
Earnings for various periods are reported as follows: 


Five months ending May 31: 
1884. 1882, Inc. or Dec. Pe. 


Mexican Cent.... $1.122,077 $828,307 I. $390,770 36.3 
Norfolk & West. 1.062,634 1,604,826 I. 58,808 6.0 
Net earnings... 401,495 417,857 D. 16,362 4.0 


Phila. & Reading: 
Reading lines.. 7,961,411 
Central lines... 4,!08,589 
West Jersey..... 415,134 
Net earnings... 152,203 
Four months ending April 30: 
Cleve , Col., Cin, 


8,155,371 D. 
"369,161 
120,292 


193,960 2.4 


=e 
cr 

pee! 
a 


& Ind.......... $1,162,901 $1,302,306 D. $139,405 10.7 
Kentucky Cent 239,840 211,788 I. 28,052 138.2 

Month of April: 

Cleve., Col., Cin. r 

&Ind.......... $287,693 $304,122 D. $16,429 5.4 
Kentucky Cent.. 69,933 56,934 I. 12,999 22.8 

Month of May: 

Mexican Central. $265.600 $158.200 I. $107,400 68.0 
Norfolk & West. 202,436 205,663 D. 2,227 1.5 

Net earnings.. 75,300 79,763 Dz 4,463 6.0 
Phila. & Reading : 

Reading lines.. 1,884,756 1,696,877 I. 187,879 11.1 

Net earnings. 778,985 668,787 I. 119,198 16.5 

Central lines... BRAS ES Sees a shee 

Net earnings. 409.932 és ens sth ay ie 
West Jersey ... 102,969 92.413 I. 10,556 11.4 

Net earnings... 33,913 30,014 I. 3,899 13.0 

Third week in June: 

Bur., C R. & No. $48,983 $48,298 I. $685 1.4 
Canadian Pac.... 123,000 139,000 D. 16,000 11.5 
Chi. & Alton .. 175,909 175,823 1. ee 
Chi. & East. Il.. 36,015 39,304 D. 3,289 8.4 
Chi., Mil. & St. 

a eee 424,000 451,251 D. 27.251 6.0 
Ind., Bloom. & W. 57,661 55,908 I. 1,753 3.1 
Louisv. & Nash.. 249,060 230,570 I 18,490 8.0 
Mil., L. 8S. & W.. 21,290 9,215 I 2,075 10.9 
Mo. Pacific...... 611,000 559,000 I 52,000 9.3 
Rich. & Dan... . 68,500 62,100 1 6,400 10.3 
Roch. & Pitts.... 25,764 12,950 I 12,814 99.0 
Wabash, St. L. & 

Pacific......... 277,000 269,000 I. 8,000 3.0 


Weekly earnings are usually estimated in part, and are 
subject to correction by later statements. 


Coal. 


Coal tonnages for the week ending June 21 are reported as 
follows: 
1884, 1883. Inc. or Dec. re, 

BVARIRCED «60:0: v0100 00.02 91,105 780,391 D. 689,286 88.4 
Eastern bituminous... 191.005 168,064 I. 22,941 13.6 
RR cA otitis. ome ... 64,748 58,461 a. 6 287 10.7 

The week was one of complete suspension by the anthra- 
cite companies. The tonnage reported is nearly all by the 
Pennsylvania Railroad Co., which does not join in the sus- 
pension. 

The coal tonnage of the Pennsylvania Railroad for the 
week ending June 21 was: 





Coal. Coke. Total. 
Re 146.592 58,711 205,303 
From other lines ................ 60,646 6,037 66,683 
OES CELTS Page .. 207,288 64,748 271,986 


The total tonnage this year to June21 was 6,182,045 tons, 
-gainst 5,635,116 tons to the corresponding date last year, 





~n increase of 546,929 tons, or 9.7 per cent. 





[JoLy 4, 1884 


Actual tonnage passing over the Huntington & Broad Top 
Mountain road for the six months ending June 28 was: 


1884. 1883. Decrease. P.c. 
Broad Top coal ........ .... 94.344 7,627 3,28 3.4 
Cumberland coal.... «+. 218,502 225,943 7,441 3.3 


Nia. to dake’ “aicten th ae 312,846 323,570 10,724 3.3 
The Broad Top coal is mined along the line of the road ; 
the Cumberland is carried tbrough from Mt. Dallas to Hun- 
tington for the Pennsylvania Railroad, 
Cumberland coal shipments for the six months ending 
June 28 are reported by the Cumberland Civilian as follows: 












Shipments from Mines: Toxs. 
Cumberland & Pennsylvania R. R..... he , 851,892 
George's Creek & Cumberland R. R......... -. 230.93» 
West Virginia Central & Pittsburg R. R.. ............ . 203,867 


Direct from mines to Baltimore & Ohio ................ 





UE Sis re dult ve Rear be wacucba ous atwevbeses . . 1,287,677 
Shipments out of Region : 
BOD Bie Bi Why vive cinice! os ccvevccesteascsccceseve 954,898 
Bedford Division, Pennsylvania R. R............... . «- 199.489 
Chesapeake & Ohio Canal............ Keb anna: apie ii 133,290 
DR ct ant aU oie sata eG tae sna: aod Been te ene chlas 1,287,677 


Local deliveries are included in the Baltimore & Ohio 
tonnage. The total shipments to the corresponding date 
last year were 1,095,837 tons, showing an increase this year 
of 191,840 tons, or 17.5 per cent. 

Anthracite coal tonnage of the Belvidere Division, Penn- 
sylvania Ruilroad, for thesix months ending June 28 was : 

1884. 1883. Ine. or Dec. P.c. 
Coal Port for shipment.. 34,109 45,933 D. 11,824 25.7 
S. Amboy for shipment. .286,818 355,046 . 68,228 19.2 
Local points on N. J. divs.370,208 385,75 15,526 4.0 
Co.’s use on N. J. divs ... 87,294 72,992 14,302 19.6 


MD sols ick quncnans 778,429 859,705 D. 81276 9.5 
Of the total tonnage this year 648,649 tons were from the 


Lehigh Region and 129,780 tons were from the Wyoming 
Region. 


moo 


Cotton. 


The cotton shipments for the ten months of the crop year, 
from Sept. 1 to June 27, is reported by the Commercial and 
Financial Chronicle as follows, in bales: 

Interior markets: 1883-84. 1882-83. Inc. or Dec. P. ec. 


Receipts. .... ceoeeeee 2,842,923 3,547,861 D. (704,938 16.9 
Shipments ............ 2,852,532 3,484,837 D. 632.305 18.1 
Stock, June 27........ 39,547 79,509 D. 39,962 50.2 
Seaports: 
CEN cami, Getdsaten 4,'782,641 5,893,048 D. 1,110,407 18. 
849,138 18. 


BEGUN: xc ncoccaacssves 3,710,951 4,560,099 D. 
Stock, June 27......... 343,235 383,790 D. 40555 10. 

The shipments from interior markets appear again in 
large part as receipts at the seaports, so that the receipts at 
all the markets, if added together, would give a total con- 
siderably in excess of the true movement. 

The @hronicle says: ‘‘ In the table below we give the re- 
ceipts from plantations, and add to them the net overland 
movement to June 1, and also the takings by Southern 
spinners to the same date, so as to give substantially the 
amount of cotton now in sight. 


1883-84, | 1882-83. | 1881-82. | 1880-81. 


Receipts at the ports to 
June 27 an oases 
Interior stocks on June <7 

in excess of Sept. 1... *9,609) 63,024 4,992, 39,779 


4,782,641 5,893,048 4,620, 487 5,684 683 


Total receipts from plan- 


tations ...... .. .... |4,773,032)5,956,072 4.625,479|5,724.462 

Net overland to June 1...) 562,100! 627,317) 441,338) 498,632 
Southern consumption to | | 

Pd meee Pee er te 280,000} 300,000, 224,000; 190,000 


Total in sight June 27... |,615,152 6,883,389 5,29 °.812|6,413,004 





* Decrease from Sept. 1. 


“It will be seen by the above that the decrease in amount 
in sight to-night, as compared with last year, is 1,268,257 
bales, the increase as compared with 1881-82 is 324,320 
bales, and the decrease from 1880-81 is 797,962 bales.” 

Petroleum. 


The production and shipments of the Pennsylvania and New 
York oil wells for May are given by Stowell’s Petroleum 
Reporter as follows, in barrels of 42 gallons: 

1884. 1883. Inc. or Dec. P. c. 
Production...... 2,381,854 1,962,052 I. 419,802 21.4 
Shipments... ... 1,899,329 1,995,634 D. 96,305 4.8 
Stock, May 31... 38,631,203 35,755,824 I. 2,875,379 £.0 
Producing wells. 21,434 17,1c0 I. 334 25.4 

The production is larger than is reported for any month 
since September, 1882. The Allegheny District in New 
York furnished 17 per cent. of the total; the Bradford Dis- 
trict in Pennsylvania, 51; the Warren District, 19, and the 
Lower District, 13 per cent. 

The shipments were larger than those of any previous 
month this year, but were exceeded in six months of last 
year. 

The stock reported increased by 482,533 barrels during 
the month—the excess of production over shipments. 

During the month there were 311 new wells completed 
and 29 dry holes developed. May 31 there were 244 new 
wells in process of drilling. 

Shipments were divided as follows : 





Barrels. Per cent. of total. 
New York...... 715,772 37.6 
Philadelphia ... 271,333 14.3 
| SERES area ee: 115,303 6.1 
anki okt oP bain ae vad aichaa't-o-04 20,341 1.1 
EN Keke 942.00) beac tebuees. sas 232.779 12.2 
eee ee 19,044 1.0 
Down the Ohio ........ ey 1,799 0.1 
DORE UII svc 500% davcbcorscccdccs 240,084 12.7 
Refined at Creek refineries... ... . 282,87 14 
Es kanacnankiecswuesulkinibed 1,899,329 100.0 


Shipments of oil refined at Creek refineries (reduced to its 
equivalent in crude) were: New York, 48,685, Philadel- 
phia, 36,895; Baltimore, 2,638; Boston, 83,943; local points, 
110,718; total, 282,874 barrels. 

No developments of new territory of any importance were 
made during the month. Several test wells are in progress, 
which are watched with much interest, 

Transporting Liquor in Iowa. 

The general freight agents of the various railroads in Iowa 
have issued a special joint notice calling the attention of 
agents and connecting lines to the act relating to intoxicat- 
ing liquors passed by the Iowa Legislature at its recent 
session, which takes effect July 4, 1884, and which prohibits 
the transportation of intoxicating liquors to or trom points 
in the state, unless consigned to persons specially authorized 
to receive them. The circular says: 

“Tt is the purpose of the various Iowa railroads to observe 
the law. Its agents will not receive any intoxicating 
liquors (including alcohol, ale, wine, beer, spirituous, vinous 
and malt liquors) for transportation from any point, either 
within or without the state, to any point within the limits, 
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when such transportation cannot be completed before July 
4, 1884, unless there is delivered to such agent, at the time 
such liquors are received, a certificate signed by the auditor 
of the county in which the point of destination is located, 
showing that the consignee has authority, by the grant of 
the board of supervisors, to sell intoxicating liquors in such 
county. The law does not prohibit transportation of such 
liquors through the state or from points within to points 
without the state.” 
Hoosac Tunnel Line. 


Mr. W. E. Everest, the General Manager of the Hoosac 
Tunnel Line, bas sent to this city the official record of the 
reorganizing action of this line as a New Evgland and New 
York fast freight line, to operate over the following rail- 
roads: New York, West Shore & Buffalo: Fitchburg ; 
Boston, Hoosac Tunnel & Western; Grand Trunk 
(Great Western Division) and Michigan branches ; Wabash, 
St. Louis & Pacific ; Chicago, Milwaukee & St. Paul ; De- 
troit, Grand Haven & Milwaukee ; Boston & Maine; East- 
ern Railroad; Toledo, Ann Arbor & Grand Trunk; Bos- 
ton, Barre & Gardner, and Providence & Worcester Rail- 
road, and their connections, for fast freight time traffic be- 
tween Boston, New York, and all important New England 
points in the East, and St. Louis, Chicago, Milwaukee, St. 
Paul, Minneapolis, and all points in the West, Southwest 
and Northwest. The following agents are authorized to 
quote rates and issue through bills of lading to European 
ports, viz.: W. R. Patterson, at Chicago ; W. O. White, at 
Milwaukee ; J. H. Coggswell, at St. Louis ; W. P. Barry, at 
Minneapolis ; D. C. Barry, at Detroit ; L. 8S. Greves, at New 
York ; I. J. Bassett, at Boston; Albert Cashman, Foreign 
Freight Agent, at Boston, and E. T. Hopkins, Foreign 
Freight Agent, at New York.—Chicago Inter-Ocean. 








RAILROAD LAW. 


Damming a Water Course—Nuisance. 


A railroad company built a dam across a creek to give it 
water for its engines, and the owner of a mill sued for 
damages for the obstruction and diversion of the water, but 
he was defeated. The case—Anderson rs. Cincinnati 
Southern Railroad Co.—was taken on appeal to the Court of 
Appeals of Kentucky, where the judgment was reversed. 
Judge Lewis, in the opinion, said: ‘‘ Water may, by a 
riparian owner, be withdrawn from a stream by ordinary 
means, or by artificial channels, for the purpose of supplying 
the wants of men and animals, even to the extent of pro- 
ducing a material diminution in the force and volume of the 
current ; but it cannot be withdrawn for the purpose of 
irrigation, or for any secondary and artificial purpose, except 
in such a reasonable and legitimate way as not to interfere 
unjustifiably with its general use. If the dam has to any 
extent so obstructed or diverted the water, the erection of 
it by the company was an unlawful invasion of the miller’s 
rights, which are put at hazard, and may be lost by 
acquiescence, and he is therefore entitled to at least nominal 
damages ; and he may also recover substantial damages for 
apy material and perceptible injury done to his mill by 
reason of the dam.” 

Reporting Accidents in Iowa. 

The lowa Railroad Commissioners have sent the following 
circular to every railroad company doing business in the 
state : 

“Your attention is called to the requirements of Section 
14 of Chapter 77 of the acts of the Seventeenth General As- 
sembly, which reads as follows: 

***SEoTION 14. Upon the occurrence of any serious acci- 
dent upon a railroad which shall result in personal injury or 
loss of life, the corporation operating the road upon which 
the accident occurred shall give immediate notice thereof to 
the Commissioners, whose duty it shall be, if they deem it 
necessary, to investigate the same and promptly report to 
the Governor the extent of the soodenet injury or loss of 
life and whether the same was the result of the mismanage- 
ment or neglect of the corporation on whose line the injary 
or loss of life occurred, provided that such report shall not 
be evidence or referred to in any case in any court.’ 

“The Commissioners must insist upon a strict compliance 
with this law. The lessons to be learned from statistics are 
so very important, it is absolutely_necessary to have them 
correct and witbout delay. 

“You are, therefore, most respectfully requested to for- 
ward to us, by telegraph or letter, reports contemplated by 
the above section at the earliest possible moment after the 
occurrence of any accident.” 


Iowa Liquor Law. 


The following law was passed by the Iowa Legislature at 
its last session, and takes effect July 4: 

Sec. 1,553. If any express company, railway company, 
cr agent, or person in the employ of any express company 
or railroad company, or if any common carrier, or any per- 
sonin the employ of any common carrier, or if any other per- 
son shall knowingly bring within this state for any other 
person or persons or corporations, or shall transport between 
points within this state for any other persons or corpora- 
tions, any intoxicating liquors without first having been 
furnisbed with a certificate from and under the seal of the 
county auditor of the county to which said liquor is to be 
transported or is consigned for transportation certifying 
that such consignee or person for or to whom said liquor is 
to be transported is authorized to sell such intoxicating 
liquors in such county, such company, corporation or per- 
sons offending, and each of them and any agent of such cor- 
poration or company so offending, shall upon conviction 
thereof be fined in any sum not exceeding $100 for each 
offense and shall stand committed to the county jail until 
such fine and costs of prosecution are paid, and - one-half of 
the fine shall go to the informer and the other half shall go 
to the school fund of the county. 

And provided further that the offense herein defined shall 
be held complete, and shall be held to have been committed 
in any county of the state through or to which said intoxi- 
cating liquors are transported, or in which the same are 
loaded for transportation. 

Provided further that it shall be the duty of the several 
county auditors of this state to issue the certificates herein 
contemplated to any person baving such permit, and the 
certificate so issued shall be truly dated where issued. and 
shall specify the date at which the authority or permit ex- 
pires, as shown by the county records. 


Protection of Life and Property in New York. 


A circular from the New York Railroad Commission calls 
the attention of railroad compavies in that state to an*‘Act for 
the better protection of life and property upon the railraads 
of this state, to promote the safer and better management 
of steam railroads,’ passed May 31, 1884, which is nowa 
law and must be obeyed. The Jaw in full is as follows: 

Section 1. Steam railroads shall hereafter lay in the 
construction of new and in the renewal of existing switches 
upon freight or passenger main line tracks, switches on the 
principle of either the so called Tyler, Wharton, Lorenz 
or split-point switch, or some other kind of safety 
switch which shall prevent the derailment of a train when 
sueh switch is misplaced, or a switch interlocked with dis- 


tant signals. For each switch laid in violation of the pro- 
visions of this section the corporation, person or persons 
operating said railroad shall be liable to a penalty of not 
exceeding $100, and to the further penalty of $5 for each 
day that such switch is used, 

Ec, 2. Every steam railroad shall, within six months 
after the passage of this act, erect, and thereafter maintain, 
such suitable warning signals at every low bridge or struc- 
ture which crosses the railroad above the tracks, where such 
warning signals may be necessary for the protection of em- 
ployés on top of cars from injury. The corporation, per- 
son or persons operating said railroad, and violatirg the 
provisions of this section, shall be liable to a penalty of not 
exceeding $100 for each 30 days’ neglect. Whoever will- 
fully destroys or breaks any such bridge guard shall be 
guilty of a misdemeanor, 

Src. 3. At any point where a street, highway, turnpike, 
plank -road or traveled way is crossed at the same level by a 
railroad, or at any point where a horse railroad is crossed 
by a steam railroad, the Supreme Court or County Court 
may, upon the application of the local authorities and upon 
10 days’ notice to the railroad corporation whose road so 
crosses, order that a flagman be stationed at such point, or 
that gates shall be erected across such street, highway, turn- 
pike or plank-road, and that a person be stationed to open 
and close such gates when an engine or train passes, or make 
such other order respecting the same as it deems proper. 
Such order shall only be made after the refusal or neglect of 
such corporation to station such flagman or erect such gates 
after having been requested so to do by such local authori- 
ties. 

Sec. 4. After July 1, 1886, no couplers shall be placed upon 
any new freight car to be built or purchased for use, in 
whole or in part, upon any steam railroad in this state, un- 
less the same can be coupled and uncoupled automatically 
without the necessity of having a person 
the pin by hand, or go between the ends of the cars. The 
corporation, person or persons operating said railroad, and 
violating the provisions of this section, shall be liable toa 
penalty of not exceeding $100 for each offense. 

Src. 5. All trains and locomotives on railroads cross- 
ing each other on the same level sball come to a full 
stop before crossing, not less than 200 nor more tbat 
800 ft. from said crossing, and shall then cross only 
when the way is clear and upon a signal to do so from 
a watcbman stationed at the crossing. If they cannot 
agree as to the expense of such watchman, it shall be 
determined by the Supreme Court, upon motion thereto 
by either of said corporations. In case of disagreement 
as to the precedence of trains, the Board of Railroad- 
Commissioners, after hearing, may, upon a joint application 
of the companies juterested, prescribe rules in relation 
thereto. Anengineer violating the provisions of tbis sec- 
tion shall be liable toa penalty of $100, and any corpora- 
tion, person or persons operating the railroad violating any 
of the provisions of this section shall be liable to a penalt 
not exceeding $500. The full stop and crossing on signal, 
provided in this section, may be discontinued when the 
Board of Railroad Commissioners shall dec'de it to be 
impracticable, or when, with the approval of the Bvard of 
Railroad Commissioners, an interlocking switch and signal 
apparatus is adopted and putin operation at such a crossing 
by the railroads there crossing each other at a level. This 
section shall not apply to depot yards and the approaches 
thereto when the crossing roads are under lease or subject 
to the same management or control in the use of travks. 

Sec. 6. After the expiration of one year from the passage 
of this act, no steam railroad shall use for passenger trans- 
portation any car to which an automatic air brake or other 
form of safety power brake, applied from the locomotive 
shall not be attached. The provisions of this section shal 
not apply to any cars attached to freight trains, the schedule 
rate of speed of which does not exceed 20 miles an hour. 
And after July 1, 1884, no trains which carry mails or pee 
sengers exclusively shall run cars coupled by the old link 
cornections, The corporation, person or persons operating 
said railroad and violating the provisions of this section 
sball be liable to a penalty not exceeding $100 for each 
offense. 

Sec. 7. Any baggage-master or other person whose 
duty it is, for or on behalf of any common carrier, to 
handle, remove or care for the baggage of passengers, 
who shall willfully or recklessly injure or destroy any 
trunk, valise, box, bag, package or parcel, while loaditig, 
unloading, transporting, delivering or storing the same, or 
any railroad corporation which sball knowingly keep in its 
employment any such willful or reckless baggage-master, or 
other person, or which shall permit any injury or destruc- 
tion of the property aforessid, through failure to provide 
sufficient help and facilities for the proper handling thereof, 
shall be liable toa oye | not exceeding $50. pon the 
recovery and payment of such penalty the court before 
whom such recovery is had shall set apart and pay over to 
complainant one-half of the amount so recovered and paid. 

Sec. 8. Each closed car in use in every passenger train, 
owned or regularly used upon a railroad shall be equipped 
with one set of tools, consisting of an axe, sledge-hammer, 
crowbar and handsaw, to be properly placed so as to be 
easily removed. The corporation, person or rsons 
operating said railroad violating the provisions of this sec- 
tion shall be liable to a a, of $100 for each offense. 

Sec. 9. Nothing in this act shall affect the provisions of 
Chapter 353 of the Laws of 1882. 








OLD AND NEW ROADS. 


Alabama Great Southern.—A dispatch from London 
says that the Alabama Great Southern stockholders have 
voted that the capital of the company be increased by the 
sum of £200,000, divided into 20,000 preference shares. 
called ‘‘ A” shares, to be entitled to a preferential dividen 
of 6 per cent. per annum in the same manner as _ the 60,000 
preference shares already authorized. 


Allegheny Valley.—Coupons due July 1 on the first- 
mortgage bonds of this cumpany were not paid. Thebolders 
were notified by the Receivers of the road that they would 
probably be paid in a short time, but the Receivers have no 
authority to pay them without an order from the Court. 
Applic:tion has been made on this order, but the Court has 
not yet acted. There seems to be but little doubt that the 
interest will be puid shortly, as the earnings of the road are 
sufficient to bee for it and the granting of the order by 
the Court will probably not be imposed. 


Atchison, Topeka & Santa Fe.—It is announced 
that the numerous wash-outs on the New Mexico Division 
have all been repaired, and that trains are now running 
very regularly to El Paso. The wash-outs on the Atlantic & 
Pacific road have also been repaired, and regular connections 
will be made with that road hereafter for California business. 
The branches lately completed in New Mexico have been of 
very great service recently, enabling the company to secure 
promptly asupply of timber for trestles and bridges, as both 
of them reach the timber region of the territory. 


Atlantic & Pacific.—The New York Evening Post of 





July 2 says: ‘“‘ We understand that a definite arrangement 
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has been completed by all the parties in interest whereby 
the Atchison, Topeka & Santa Fé and the St. Louis & San 
Francisco have leased the Atlantic & Pacitic upon the terms 
of paying its fixed charges. The two first-named companies 
bave also secured a perpetual lease of the Mohave Division 
of the Southern Pacific, 240 miles, extending across the 
Mobave Desert from the western terminus of the Atlantic 
& Pacific to Mohave Junction, in Southern California. 
From the latter point to San Francisco, 324 miles, the two 
first-named companies have secured track rights over the 
Southern Pacific und the Central Pacific upon the terms of 
paying one-half the fixed charges of that portion of their 
lines. This arrangement will enable the St. Louis & San 
Francisco and the Atchison. Topeka & Santa Fé to run solid 
trains from St Louis and Kansas City into San Francisco. 
It will to a considerable extent be a competitor with the 
Central Pacific, as also with the other transcontinental 
lines. It will, however, also reduce the fixed charges of the 
Central, and will provide for the interest on the Atlantic & 
Pacific bonds.” 


Boston & Lowell.—The ratification of the New Hamp- 
shire leasés bas been completed by the formal votes of the 
stockholders of the Concord & Claremont and the Peterboro 
and Hillsboro companies at special meetings held in Con- 
— June 30. The terms of the leases have already been 
noted. 


Califurnia Southern.—A committee of the bond- 
holders and stockholders of this road bave issued a circular 
stating that the estimates of the Superintendent and Chief 
Engineer of the road place the whole cost of repair — 
line and putting it in proper condition for business at $250, - 
000. The subscription which was offered to the stockholders 
some time ago has resulted in obtaining only $114,500, and 
the funds in the company’s treasury will not exceed about 
,000, making the amount available $154,500, which is 
entirely insufficient for the purpose. Only 50 stockholders, 
owing about one-third of the stock have subscribed, the 
others having made no response to the former circular. 
Under the present circumstances the company will either 
be compelled to abandon the road altogether (and not re- 
pairing it will be equivalent to abandoning it) or it will be 
obliged to go on and make such contracts for the repairs as are 
possible and in that event the stockholders, under the laws of 
California, are personally responsible in proportion to their 
holdings for the payments of sums due on contracts in case 
of default by the company. The committee therefore re- 
qu¢ sts stockholders at once to come forward and subscribe. 

The company makes default on the interest due July 1 on 
its $2,784, first-mortgage bor ds. The road extends from 
San Diego, Cal., to Colton, 127 miles. Its business has been 
very light, the line having no through connections, and the 
road was also severely damaged by the heavy rains in 
Southern California this spring. 


Central Pacific.—The reports telegraphed from San 
Francisco last week of the embarrassment of this company 
are contradicted by its officers who say that there has been 
no delay in the payment of the empluyés of the road, and 
that the company is not in any way financially embarrassed. 
Payments of wages and all other claims bave been made 
regularly as usual, 

The report that a larze amount in Southern Pacific bonds 
had been sent to New York to be used for raising money is 
also denied. The only foundation for it is the fact that the 
Central Pacific sinking fund trustees had sent on $1,500,- 
000 Southern Pacific bonds held by them, to be used in 
paying off the $1,500,000 California state aid loan, which 
matured July 1, and was then paid. 


Chicago, Burlington & Quincy.—The Concordia 
Branch is now opened to Washington, Kan., 21 miles south- 
west from the starting point on the Republican Valley line 
at Odell in Gauge County, Neb. The road was opened for 
travel last week. Work is being pushed forward on the ex- 
tension southwest to Concordia, about 40 miles. 


Chicago & Eastern Illinois.—A dispatch from Chi- 
cago, July 2, says that in the long litigation with the old 
Chicago, Danville & Vincennes stockholders, a final decree 
has been entered, closing the suit and quieting the title of 
the present company to the pruperty. 


Chicago & Northwestern.—This company has given 
official notice to the New York Stock Exchange that it in- 
tends to issue new common stock to the amount of $14,757,- 
500, for the purpose of exchange for the stock of the leased 
lines in Iowa, the consolidation of which with the North- 
western was finally approved at the recent special meeting. 
The special. meeting was held in Chicago, June 26, when 
the issue of new stock and the completion of the consolida- 
tion was approved unanimously. 


Cincinnati, Hamilton & Dayton.—A report is cur- 
rent and seems to be generally accepted in Cincinnati that 
the Erie has sold its controlling interest in this road to the 
Pennsylvania. It is impossible to obtain any official confir- 
mation of the rumor, but it has not been denied. It seems 
somewhat improbable that the Erie should be willing to sell 
its interest in this road, which it obtained at considerable 
cost and after much trouble. 


Cincinnati, New Orleans & Texas Pacific.—The 
Cincinnati Southern trustees have adopted a resolution to 
the effect that it is the sense of the board that the gauge of 
the road should be changed from 5 ft. to standard, and that 
the lessee company is authorized to take all necessary legal 
steps to accomplish the proposed change. It is understood 
that this resolution is not satisfactory to the lessee company, 
as it is claimed that the terms of the lease place the respon- 
sibility of any changes upon_the trustees without reference 
to any other parties, and it is claimed further, that the 
trustees should bear all the expense of the change. As here- 
tofore noted, the charter under which the road was built in 
Kentucky and Tennessee prescribes a gauge of 5 ft., and it 
is probable that legislative action will be necessary in those 
states before the change can be made, 


Cleveland, Columbus, Cincinnati & Indianapolis. 
—It is reported that this eunpaey © preparing plans for an 
extension of its St. Louis line to Kansas City. The proposed 
line is to leave the present road ata point north of Alton, 
Ill., and to run acros; the Missouri nearly parallel to the 
Chicago & Alton’s Kansas City line. This has been reported 
several times before. 


Columbus, Hocking Valley & Toledo.—The repair 
shops of this company were closed July 1. For some time 
past they have been running with a largely reduced force. 
How long they will remain closed is notcertain. The traftic 
of the road has been very much reduced by the long strike 
in the Hocking Valley coal region, and over 4,000 coal cars 
have been standing idle for two months past. 


Concord.—It is understood that at a conference between 
the officers of this ey | and the. Boston & Lowell last 
week certain matters of difference between the two com- 
panies were settled and there is now no further obstacle in 
the way of the completion of a permanent contract between 
the two roads. Such a contract will probably be concluded 
as soon as the detailscan be settled. The proposed 
ment will probably be for 10 years and its term will be of 
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such a positive character that the two roads will be thor- 
oughly united as far as through business is concerned, and 
the Boston & Lowell will thereby be relieved of any diffi- 
culty or embarrassment in the connection with its leased 
lines in New Hampshire. 


Dakota Midland.—Grading is now actively in prog- 
ress along the line of this projected road from Ellendale, 
Dak., to Campbell. The contractors bavs instructions to 
push the work as fast as possible. 


Denver & Rio Grande.—This company made default 
on July 1 on the interest then due on the consolidated mort- 
gage bonds. Tbe amount of the coupons payable was $655,- 
917, The default was not unexpected, as the business and 
earnings of the road have shown a very large decrease this 
year, owing partly to the troubles with the Colorado Coal & 
Iron Co., and partly to'the very severe winter, which in- 
creased the operating expenses and at the same time puta 
practical noo to all traffic on a Jarge part of the road. The 
company makes nostatement, but it is understood that a pro- 
position will be prepared by the board and submitted to 
the bondholders at an early date. Officers of the company 
decline to state what proposition will be made and say that 
it will be necessary to consult the foreign bondholders, 


Florida Railway & Navigation Co.—At a meeting 
of the stockholders held in Fernandina, Fla., June 20, 
by -eae were adopted and the organization of the consol- 
idated company was completed. It was voted to authorize 
the execution of a general mortgage to the Central Trust 
Co. of New York, also an issue of consolidated bonds to ex- 
change for the pony ber bonds of the various companies 
included in the consolidation—the Florida Transit & Penin- 
sula, the Florida Central & Western and the Leesburg & 
Indian River. Resolutions were also passed authorizing the 
directors to make various improvements and to complete 
the several extensions and branches upon which work has 
been begun. 


Illinois Central.—Track layers on the Canton, Aber- 
deen and Nashville Branch of the Southern Division have 
reached the crossing of the Mobile & Obio road at West Point, 
Miss., 17 miles northeast of the late terminus at Starks- 
ville and 72 miies from the starting point of Kosciusko. 
The grading is substantially finished to Aberdeen, about 18 
wiles further, and track laying is progressing rapidly. 


Leavenworth Bridge Co.—This company has been 
organized in Leavenwortb, Kan., under a recent act of 
Congress autborizing the construction of another bi idge over 
the Missouri River at that point. The officers and directors 
include some of the leading men of the city and it is said 
that work will be begun at once. 


Lehigh Valley.—This company has let a contract for 
the construction of a branch road to run from Slatington, 
Pa., to Slatedale. The branch will only be one mile long, 
but it will reach directly or by means of short spurs several 
large slate quarries from which considerable traffic is ex- 
pected. 

This company has just completed a handsome new passen- 
ger station at Wilkes-Barre, Pa , which is thus described: 

‘The building, which is of red brick, has a front of 226 ft. 
and a depth of 60 ft. The centre portion of the structure is 
two stories high, with a roomy loft, and the connecting 
wings are one and a half stories. The railroad front has a 
poreh 400 ft. long and 24 ft. deep, for the protection of 
passengers about taking or leaving the train. There is also 
to be on the front facing Canal street a covered way, 
and the ground on each side of it is now being handsomely 
laid out, and preparations being made for a fountain in the 
centre of the plot. The entire effect of the outside of the 
building when the grounds are fully completed will be very 
tine, while the interior is in every way an advance upoo 
station structures in small cities. The main entrances on 
beth fronts lead into bandsome rotundas, in which are 
located the ticket, telegraph offices, the main stairway and 
ladies’ retiring-room. The entrance to the ladies’ and gen- | 
tlemen’s waiting-rooms, each of which is 30 by 40 ft., is 
through the main rotunda. The rotunda, floor and balls 
have floors of German tiles of various colors, while the 
walls, as well as the waiting-rooms, are of cream-colored 
enameled brick, with cornice and window dressings of terra- 
cotta richly decorated. The floor in the waiting-rooms are 
of black birch, and the ceilings throughout the first story 
are of California red wood, handsomly arranged in various 
sized panels. 

‘* At the extreme south end of the building is located the 
lunch and dining rooms, a new departure for this place, 
while in the second story above are located the residence of 
the janitor, kitchen, ete. The second floor of the central 
room, which is arranged with all the modern conveniences, 
including a bath, is to he fitted up for the accommodation 
of the Superintendent, Resident Engineer, conductors, and 
other officials of the road. In addition to the rooms on the 
first floor, for the accommodation of passengers, a smoking 
room has been added, to gratify the lovers of the weed.” 


Long Island.—This company’s statement to the New 
York Railroad Commission for the quarter ending March 31 
is as follows : 


IN 55 5 ater nak aad coneusvnehianete naseer*<eeAsieh $439,801 
Ms ccrascidunss Salivancan ‘aatvetue susde eetean iets 383,201 
UII Ns cf bieddcdhe ed alntadeucvs Gusvestvess $56,600 


URE TN aa PON hab hs 25 ae 5 Ti ole Rey clea och deisedis 28,979 


WA aries i ste aavecs $85,579 
Interest, rentals, ete ... 143,655 
Deficit $58.079 





This company’s earnings are so largely dependent on sum- 
mer passenger travel, that a deficit is to be expected during 
tbe winter montbs. In the usual course this will be more 
than made up in the summer. 


Louisville, New Orleans & Texas.—Contracts bave 
been made for the construction of a branch line rurning, to 
Shelby, Miss., on the east bank of the ray esse. River, op- 
posite Arkansas City. The object of this branch is to make 
comneaniae with the Little Rock, Mississippi River & Texas 
road, 

A regular passenger train is now running between Harris- 
ton, Miss., 49 miles south of Vicksburg, and Leland, 80 miles 
north of thatcity. This section of 129 miles of road is now 
ballasted and in good condition. 


Maine Central.—The Mcunt Desert Branch is now 
completed to Bar Harbor Ferry or Hancock Point, on French- 
man’s Bay, 42 miles from Bangor, Me. From the terminus 
of the road a steam ferry is run to Bar Harbor, on the island 
of Mount Desert,tbe sommprny owning the boat which is used 
for that purpose. Tbe wharf at Bar Harbor Ferry is about 
400 ft. long, with a convenient station building at the end, 
which is very nearly completed. The water at this point is 
deep enough for the largest vessels. The new branch leaves 
the Bucksport Branch of the road at Brewer Junction, 134 
miles from Bangor, and runs through George’s Crossing, 
Ellsworth and Hancock. It bas all been built this year. 

ular trains commenced to run June 30 and three daily 
trains are now run over the branch. Its heaviest business 
will of course, be in summer, when the pleasure travel to 
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Mount Desert is very large, but it already carries consider- 
able freight and is expected to do a fair business all the year 
around. 


Manhattan.—A special meeting, to vote on the merger 
agreement, was held in New York, June 30, but was again 
adjourned until Aug. 1, the day after that appointed for 
the special meeting of the Metropolitan Co. to vote on the 
same agreement, It wasstated at the meeting that proxies 
for all three of the companies had already been received to 
an amount sufficient to ratify the consolidation. 

It is understood that, for the purpose of removing oll 
doubts as to the legality of the consolidation, a number of 
changes are to be made in the board of the New Y rk Ele- 
vated Co. The directors of the New York and the Manhat- 
tan companies are now the same persons, and it is thought 
that this may constitute an objection to the legal correct- 
ness of the consolidation agreement. 


Maryland Central.—The Baltimore Day of July 1 
says : ‘A meeting of the Maryland Central directors is to be 
held shortly, when the board will reorganize on account of 
several of the old directors retiring. Ata recent meeting 
of the second mortgage bondholders it was agreed to accept 
notes from the company for the $9,000 interest to-day, July 
1. The arrangement under which the $300,000 second- 
mortgage was hypothecated to secure the $150,000 loaned 
to complete the road to Delta was continued for another 
year. The floating debt on the company’s pay rolls and 
other due indebtedness amounts to something over $15,000. 
The notes for the second-mortgage interest will be met from 
the fall earnings, as the road is now getting into a position 
to pay fixed charges. The receipts now range from $250 to 
$500 per day. After the reorganization of the board the 
leading bondholders will advance the money to clear the 
pay rolls and due indebtedness to July 1. Gen. George S. 
Brown and Joseph N. Jenkins, Jr., are spoken of as prob- 
able new directors.” 


Mattoon Southwestern.—This company bas been or- 
ganized to construct a sbort line from Mattoon, Ill., toa 
junction with the Toledo, Cincinnati & St. Louis road. It 
will be operated as a branch of that road. 


Mexican Railroad Notes.—The following notes are 
from the Mexican Financier of June 21: 

It is said that the Sanitary Commission of Hermosillo has 
caused the traffic of the railway between that city and 
Guaymas to be suspended temporarily because of a conta- 
gion of yellow fever at the latter place. 

The Pullman palace cars on the Mexican Central Railway 
are now running nearly full, in fact some of the sleepin 
coaches arriving each day in this city have everv terth 
taken There are many through passengers who avail them- 
selves of the drawing-room coaches for the entire trip from 
Mexico to El} Paso, and vice versa. 

A new branch, 11 miles in length, of the Mexican Inter- 
national Railway is being constructed from Sabinas to the 
coal mines at McCracken, which are now being worked by 
the Huntington syndicate. It isexpected that this new coal 
road will be finished in about one month, A Jarge quantity 
of improved mining machinery bas recently been sent out 
from the United States to the McCracken mines, which will 
hereafter be worked with greater vigor. 


Montpelier & Wells River.—On the application of 
this company the New Hampshire Railroad Commissioners 
have granted an order requiring the Boston, Concord & Mon- 
treal Co, to run one through passenger car or one parlor car 
daily between Wells River and Fabyan’s during the months 
of summer travel, at such reasunable hours of the day and 
at such reasonable price as may be agreed upon by the par- 
ies. 

Nantucket, —The track on this road is now laid to Sias- 
conset, on the south side of the Island of Nantucket. The 
new terminus is 8 miles beyond the former end of the road 
at Surfside and 12 miles from the town of Nantucket. The 
road has been opened for summer travel. It is not usually 
operated in the winter. 


Norfolk & Western.—This company’s report for May 
and the five months ending May 31 is as follows: 








- -May.-——_—. ~——Five months.—— 

1884. 1883. 1884. 1883. 
Earnings ........ $202,436 $205.663 $1,162,634 $1.0C5.826 
Expenses... .... 127,136 125,900 661.139 ~ 587,969 
Net earnings $75,300 $79,763 $401,495 ~ $417,857 
. 58 


» 
Per cent of exps 63 61 62 


This shows for the five months an increase of $56,808, or 
6 per cent., in gross earnings; an increase of $73,170, or 12 
per cent., in expenses, and a decrease of $16,362, or 4 per 
cent., in netearnings. Tbe New River Division (75 miles) 
was opened for traffic May 21, 1883, and its operations are 
included from that date. 


New York, Providence & Boston.—Notice is given 
that coupons of the bonds of this company will be paid by 
the Central Trust Co., No. 15 Nassau st, New York, and 
that that company will hereafter act as transfer agent and 
registrar of the stock of the company. 


New York, West Shore & Buffalo.—The New York 
Supreme Court has made an order authorizing the Receivers 
to carry out the recent agreement made by the company 
for a large amount of rolling stock from the Pullman Co. 
under a car trust agreement, providing for payment in 
monthly installments. 

The Court also granted an application from the Receiver 
of the North River Construction Co. allowing him to be 
made a party defendant in the action to foreclose the mort- 
gage of the West Shore road in order to protect the interests 
of the construction company in the suit. 

The ‘Court also gave permission to the Receivers of the 
West Shore road to pay interest due on terminal obliga- 
tions. 

The long delay in the payment of wages on this road is 
now pearly at an end, and the pay car has commenced its 
trip over theroad. The receivers announce that they ex- 
pect to bave the arrears of wages paid up by July 7. 

The Boston Traveller of July 1, says: ‘‘President Phillips, 
of the Fitchburg Railroad, who has recently returned from 
a Western business trip, was questioned yesterday regard- 
ing the reported pending negotiations for the purchase of 
the New York. West Shore & Buffalo road by hiscompany. 
He declined to be interviewed upon the subject, but ex- 
pressed the ere that such an acquisition would certainly 
be very beneficial to Boston. He called to mind, also, the 
report current several years ago, that Boston capitalists 
were endeavoring to secure a controlling interest in the New 
York Central road, and asserted that, if they had the chance 
to do so and let it pass, they missed the greatest 
opportunity that Boston ever had. Since that time— 
if really there ever was such a time—Boston has put 
into Western roads a far greater number of millions than 
the New York Central cost. If they had controlled this 
great avenue, other people’s millions would have been tribu- 
tary to them instead of theirs being tributary to other 
people. Speaking of the West Shore, he said it is a good road, 
is already taking quite a volume of local traffic, and under 





the receivership, its finances show improvement. There is 
no better riding road in the country, and the Fitchburg’s 
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through patrons speak of it and of the unrivalled train ser- 
vice with enthusiasm. It would, of course, be a misfortune 
to the Fitchburg road, to the commonwealth, and to the 
port of Boston, if a rival city or competing trunk line 
should avail themselves of the opportunity offered by the 
financial stress of the West Shore and obtain such control 
of it that it could not be used, except at a disadvantage, for 
competitive Boston business.” 


_ Northern Central, —This company makes’ the follow- 
ing statement for May and the five months ending May 31: 


-—~——--May.--———, ——-Five months -—— 
1884. 1883 884. 1883. 
Earnings......... ....$477,848 $499,133 $2,203,620 $2,468,450 


Operating expenses ..$262,717 $266,037 $1,238,800 $1,369,694 





‘ 
Extraordinary exps.. 20,77 21,020 153,106 199,446 
Total........ ....-$283,491 $287,057 $1,391,906 $1,569,140 
Net earnings. .$194,357 $212,076 $811,714 $899,310 


For the five months this shows a decrease in gross earnings 
of $264,830, or 10.7 per cent.; a decrease in operating ex- 
penses of $130,894, or 9.6 per cent., and in extraordinary 
expenses of $46,240, or 23.2 per cent., making a decrease in 
total expenses of $177,234, or 11.8 per cent.; a resulting 
decrease of $87,596, or 9.7 per cent., in net earnings. 


Oregon & California.—The Oregon & Transcontinen- 
tal Co. being unable to provide for the interest on the Ore- 
gon & California bonds due July 1, has surrendered the 
lease of that road. The terms of settlement agreed upon be- 
tween the two companies provide for the surrender by the 
Oregon & Transcontinental of the $2,000,000 Oregon & 
California second mortgage Londs which it holds, the Ore- 
gon & California to assume all contracts and the outstand- 
ing indebtedness and to pay $400,000 for the work done on 
the extension of the road, for which the second-mortgage 
bonds were originally issued. The surrender of the lease 
will date from July 1. 


Oregon Railway & Navigation Co.—It is understood 
that the negotiations which have been pending for some 
time between this company and the Northern Pacific have 
resulted in a proposal for a lease of the Oregon properties to 
the Northern Pacific Co. The terms offered are said to be a 
rental equivalent to the interest on the bonds and 6 per cent. 
on the stock for two years, 7 per cent. for three years there- 
after, and then 8 per cent. If this lease is concluded it will 
give the Northern Pacific entire control of the Oregon ter- 
minus of its line, and will avoid the possible control of the 
Oregon Navigation Company’s line by the Central Pacitic 
people, with the complications which would be likely to re- 
sult. 

Another statement is that negotiations pending are not 
fora “ante but for a close traffic agreement, to cover a long 
period. 

The company’s statement for May and the eleven months 
of its fiscal vear from July 1 to May 31 is as follows: 


—-——-May.--———, -—Eleven months.-----, 

1884. 1883. 1883-84. 1882-83. 
Earnings .... ...+. $435,143 $439,601 $5,020,177 $4,658,913 
Expenses ... ....... 245,326 225,467 2,821,472 2,384,853 





-. $189,817 $213,534 $2,198,705 $2,274,060 

This shows for the eleven months an iucrease in gross 
earnings of $361,264, or 7.7 per cent.; an increase in ex- 
penses of $436.619, or 18.3 per cent., and a consequent de- 
creage of $75,355, or 3.3 per cent., in net earnings. 


Net earnings ... 


Pennsy!vania.—tTrack is now about all laid on this road 
on the gap of 8 miles between Phoenixville and Norris- 
towh, and of 18 miles between Pottstown and Read 
ing'on the new Schuylkill Valley line. It is thought that 
freight trains will begin to run between Philadelphia and 
Reading on this line early in July, but through passenger 
trains will not be put on before August, 


Pennsylvania, Slatington & New England.-—At tbe 
recent annual meeting a number of new directors were 
chosen, and it is said that some of these have agreed to put 
a considerable amount of monsy in the road with a view of 
completing the line from Slatington, Pa., to Pine Island, 
N. Y., on which work is now suspended. 


Philadelphia & Reading.—The following notice, 
recently issued by President Keim, has been confirmed by 
the Receivers : ‘* Notice is hereby given to the holders of 
wages notes issued for April wages, that, on dnd after July 
15 next, the Philadelphia & Reading Railroad Co. and the 
Philadelphia & Reading Coal & Iron Co. will receive the 
same at par and accrued interest, in payment of freight and 
toll bills of the Philadelphia & hoodies Railroad Co. and 
coal bills of the Philadelphia & Reading Coal & lron Co. 
maturing on and after July 15, provided such notes do 
not exceed the amount of said bills.” 

The Philadelphia Ledger of July 1 says: ‘“‘The affairs of 
the Reading Railroad with the probabilities in reference to 
its July interest and other payments were the chief topics 
of financial discussion yesterday. The action of Drexel & 
Co. in assuming the payment of the general mortgage in- 
terest by purchasing the coupons due today was univer- 
sally commended as a prompt act of relief, not only for the 
railroad and its creditors, but also for the benefit of the 
general stock market. The Reading Railroad Receivers, in 
raising the money to meet their other payments a 
borrowed largely on Receivers’ certificates from the banks 
in this city, and, in fact, got all the money needed here. Not 
a dollar of it was borrowed in New York. The position of 
the Receivers in dealing with the company’s July payments 
for interest and dividends on ieased lines is the same as that 
of the trustees in any insclvent estate. Wherever the cor- 
poration has an asset that is worth more than the liability 
that is against it the Receivers are in duty bound to pro- 
tect it, so as to save the surplus income or margin for 
the corporatior’s creditors. In the case of a leased line it is 
obvious that if the property earns more than the rental its 
owners are entitled to have its net earnings applied in the 
first instance to the payment of the rental. The recent 
Reading Railroad reports have shown that in the cases of 
the Germantown & Norristown, the North Pennsylvania, 
the Delaware & Bound Brook, the Minehbill, the Little Schuy!- 
kill and some other leased railways, they have all earned 
considerable surplus over the rentals. Hence the dividends 
on these stocks are all paid by the Receivers. Taking the 
year as a whole, it is probable there will be some deficit on 
the New Jersey Central. The last report showed a profit, 
which was partly accounted for by the fact that only one 
installment of the rental had been paid. tt is understood 
that during the first five months of this year the New Jersey 
Central system has been operated at a loss, but from June 1 
to Dec. 1 it is reasonable to anticipate that the earvirgs will 
considerably exceed the rental. In the case of the Schuyl- 
kill Navigation Co, the interest on the earlier mortgages is 
ay in full, but the Receivers give notice that they will 

uy the coupons of the $1,200,000 mortgage 6s of 1895 at 
the rate of 4per cent. per annum. They seem. to be gov- 
erned by the same principle in dealing with the divisional 
coal land mortgages of the Reading Coal & Iron Co. In 
some cases the coupons and interest will be bought 
at par, while in others the purchase is to be made 
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at the rate of 6, 5, and, in the lowest case?, at 
4 percent. per annum. In the latter cases the lands cov- 
ered by the mortgage; were not estimated by Mr. Harris in 
his report as worth as much as the incumbrances upon 
them. The Receivers will not meet the interest due on 
either of the Susquehanna Canal loans of 1902 or 1918. Of 
the direct liabilities of the Reading Co. they pay all the in- 
terest due on liens prior to the general mortgage. The cou- 
pons of that mortgage are bought at par by Drexel & Co. 
Tbe general mortgage, with the prior liens, covers an annual 
fixed charge of a little over $3,500,000 This mortgage 
was created for the purpose of retiring all the prior mort- 
gages and also to secure an additional loan of about $25,- 
000.000, about the amount now outstanding. The net earn- 
ings of the company applicable to interest payments after 
the payment of allexpenses and rentals in full, have for 
many years exceeded $5,000,000 annually, and for last year 
were reported at nearly $9,000,000. The Reading Receiv- 
ers have vot made provision to meet any interest falling 
due to-day on any obligation that is junior to the general 
mortgage, either on the debenture 6s, convertible 7s or con- 
vertible adjustment scrip. They do, however, pay on the 
ganeral mortgage sterling scrip and the Perkiomen scrip. 
Upon the whole, the Receivers will get through their July 
payments much better than was anticipated a short time 
back, and it is gratifying to know that the money with 
which it is done has been furnished in Philadelphia. 

The company’s statement for May and _the six months of 
the fiscal year from Dee. 1 to May 31 gives the following 
fioures for the earnings of the railroad lines, including the 
New Jersey Central this year. 


aE a ei, SOER. 
May: Reading. Central, Total, Reading 
oe $1,884.76 ~ $943,185 $2,827,941 $1,696.877 
Expenses......... 1,105,772 533,252 “1,639,024 1,028,090 
Net earnings.... $778,984 $409,033 $1,188,917 $668,787 
iz months? 50.503 913 $4,844,330 $14,367,543 $9,950,742 


Expenses......... 9,844,629 3,028,446 8,873.075 5,695,738 


Net earnings.. ..$3,678,584 $1,815,884 $5,494,468 $4,255,004 
‘he Reading lines proper for the balf-vear thus show a 
Ph nm oat aancien of $576,420, or 13.5 per cent. _ The 
Central rental was $525,575 for May, and 82,938,347 for 
the six months, showing a deficit on that line of $115,582 
for the month, avd $1,122,463 for the half-year. 
The traftic reported is as follows : 





——-Ma — --—--Six months—--— 
1884. 1883. 1884. 1883. 
vencces Meet Loo a ty 11,407,690 578,270 
= -chandise 60,697 616 2: 427, 3,338,842 
— — eee 1.049360 665,823 5,165,380 3,892,383 
Tonscoalon colliers. 48,974 42,983 = 260,190 254,692 
Of this traffic in May of this year the New Jersey Central 
contributed 1,188,105 passengers, 211,776 tons merchandise 
and 486,421 tons coal, or pearl all the apparent fucrease. 
The earnings of the Philadelphia & Reading Coal & Iron 


Co. were as follows : 


Passengers. . 


———--May.-———. Sixth months,— 
1884. 1883 1884. 1883. 
Earnings....$1,882,219 $1,395,052 $7,081,017 $6,692,904 


Fepenses.... 2,007,332 1408,549 "7,503,094 "6,633,949 


Not or def.D.$125.113 D. $13,497 D. $422,077 N. $58,955 

The deficit of $422,077 this year contrasts with a surplus 
of $58,955 last year, making a total falling off of $481,032 
for the six months. 

The coal mined from the company’s lands w:s as follows : 


-———May.——-—_ -—— Six months, ——_-_ 

1884. 1833. ABBE. 1863. 

, y t Ir Co.. 424.4388 $15,210 $956,399, 1,825.30 
By Coal & fron (0. “58.652 120/203 «387.297 "689,602 
Total....cc.....---483,140 435,503 2,313,687 2,514,903 


The large falling off in the amount mined br tenants of 
the company is noticeable. , 

The earnings of the two companies together were as fol- 
lows. including the Central this year : 


— 


——-Six months—— 


1N84. : 883. 1884. . 883. 
Earnings.... ..- $4.710.160 $3,091,929 $21,448,560 $16,643,646 
Expenses ina oe 3,646,356 2,436,639 16,376,169 12,329,687 


Net earnings..$1,063,804 $655,290 $5,072.39! $4,313,959 

The expenses do not include anything for interest or 
rentals, the net earnings being the amount from which those 
charges are to be paid. For six_months the apparent in- 
crease in net earnings was $758,432, or 17.6 per cent. 
From the net earnings this year, however, the Central rent- 
al, which is entirely an additional charge in excess of last 
year, should be deducted. The net amount remaining is 
then $2. 184,044, showing a decrease of $2,179,915, or 50.5 
per cent. this year. 

Pittsburgh, Cleveland & Toledo.—It is reported 
that negotiations are in progress for a transfer of this road 
to the Pittsburgh & Lake Erie Co. either by lease or sale. 
The officers of the Pittsburgh & Lake Erie bave lately made 
an inspection of the road. The line, which was recently 
completed, extends from New Castle Junction, Pa., west- 
ward to Akron, O., 78 miles. 


Pittsburgh, McKeesport & Youghiogheny.—A 
correspondent sends us the tollowing correction : ** The item 
in your number of June 27, entitled, ‘ Pittsburgh, McKees- 
port & Yougbiogheny,’ should read: The track of this road is 
now completed to New Haven,Pa.,opposite Connellsville, Pa. 
two miles beyond the late terminus at Broadford, and 58.7 
miles from Pittsburgh. The road was formally opened to 
the new terminus on June 80, at which time a new time- 
table went into effect which gives two through trains daily 
each way, two daily trains each way to West Newton, and 
one accommodation train from Pittsburgh to McKeesport 
and return. For the present connections are made at New 
Haven with the South West Pennsylvania Railroad for 
Uniontown, and at Broadford with the Baltimore & Ohio 
for Mount Pleasant.” 


Rochester & Pittsburgh.—It is understood that the 
proposition to assess the stockholders of this company in 
order to pay off the second-mortgsge bonds and car-trust 
has not been very favorably received, A plan for the re- 
organization of the company is under consideration, but it 
bas not yet been agreed upon. The floating debt is stated 
to be about $1,160,000. A large part of the second-mort- 
gage bonds were held in the treasury, but in the present state 
of affairs it is not possible either to sell them or to use them 
a collateral. It is said to be very probable that re-organiza- 
tion will be effected by the foreclosure of the second mort- 
gage. The road has been doing a large business this year 
but most of it is competitive business, taken at extremely 
low rates, and the operating expenses have probably been 
very nearly equal to the earnings. 


St. Louis Transfer.—This company has filed articles of 
incorporation to build a railroad or transfer track in_St. 
Louis running from the Arsenal street crossing on the Iron 
Mountain road northward parallel with the Mississippi 
River to Calvary avenue, with several branches. The total 
length of the road will be about six miles, 





St. Paul Union Depot.—Plans have been adopted for 
the rebuilding and enlargement of this depot, recently 
destroyed by fire. The station will be enlarged by the 
erection of an additional structure, and contracts have been 
let for a brick building 300 ft. long, 35 ft. wide, and two 
stories high. ‘The lower stories will be used for baggage, ex- 
press, and mail-rooms, and the upper story for an emigrant 
room, for conductors’ rooms and for other purposes, The new 
building will leave considerable room in the station proper 
to be used for waiting-rooms and other purposes. The 
depot, as reconstructed, will have Jarge and convenient 
waiting-rooms, nearly twice the size of the old ones, a larger 
restaurant. and a ticket-office more than twice the size of the 
old one. The addition to the building will include a com- 
fortable waiting-ro»m for the use of ladies and children who 
are compelled to wait a long time for trains. The cost of 
the new building and the reconstruction of the old one will 
be about $125,060, 


Tavares, Orlando & Atlantic.—A contract for the 
grading of this road was recently let to the Tropical Con- 
struction Co. and work is vow progressing actively on both 
ends of the road at Orlando, Fia., and at Tavares. The 
company expects to have the road completed by next 
winter. 


Texas & Pacific.—The coupons due July 1 on the New 
Orleans Pacific bonds will not be paid by the company, but 
an arrangement has been made by the Missouri Pacific Co., 
as lessee of the Texas & Pacific, under which the Mercantile 
Trust Company of New York will cash the coupons and 
bold them uncanceled, subject to redemption. 


Toledo, Ann Arbor & North Michigan.—Track 
on this road is now laid to St. Louis, Mich., 9 miles north- 
ward of the late terminus at {thaca, and 42 miles from the 
starting-point at Owasso. The completion of the road to 
St. Louis was celebrated by an excursion over the road and 
a banquet at the terminus. Through trains will begin to 
ran next week, 


Troy & Boston.—Thbe reports that negotiations were 
pending for the sale of this road to the Boston, Hoosac 
Tunnel & Western Co. are denied by authority of officers of 
the company. 


Union Terminal Railroad, of Buffalo.—This com- 
pany, which was organized some months ago, has executed 
a mortgage for $2,000,000 on its proposed line, the United 
States Trust Co. of New York being trustee. Thecompany, 
it is stated, has acquired title to some real estate in Buffalo 
whicb is to be used for the purposes of its proposed line. 
The road is to ran from a point on Michigan street in 
Buffalo east and south to a point on the Buffalo, New York 
& Philadelphia road in the town of West Seneca. with a 
branch line connecting with the Lackawanna road in the 
outskirts of Buffalo. The project includes the construction 
of a union passenger station, with freight houses, docks, and 
other structures to be used for terminal purposes. The 
object of the company is apparently to make a union 
terminus for the Lackawanna, the West Shore, the Buffalo, 
New York & Philadelphia, and possibly for the Grand 
Trunk also. 


Vicksburg, Shreveport & Pacific.—Track on this 
road is now laid 16 miles westward from the late terminus 
at Bayou Danchitte, La., leaving only about 8 miles to be 
laid to reach Shreveport. It is expected that the track will 
reach the Red River near Shreveport by the middle ot 
July. The present terminus is 40 miles west of New 
Arcadia and 162 miles from the Mississippi River. It is said 
that the old track east of Monroe is to be raised several feet, 
so as to bring it above the usual level of high water, but no 
contracts have yet been let. 

The lease of the 19 miles of road from Shreveport west to 
the Texas line which is now operated by the Texas & 
Pacific Co., will expire Jan. 1, 1885, and it is understood 
that this company will then resume the possession of that 
section. 

Wabash, St. Louis & Pacific.—Judge Treat of the 
United States Circuit Court has issued the following order 
modifying his original order regarding the issue of receivers’ 
certificates for the Wabash : 

‘Inasmuch as the original order of May 31, 18§4, was in- 
tended to and does reserve for final determination al! the 
legal and equitable rights and obligations of the several par- 
ties in interest, and consequevtly the Receivers’ obligations 
issued under the order do not of themselves operate as prior 
or distinctive liens, yet in order tu exclude any erroneous 
conclusion with respect to the force and effect of the original 
order, the foregoing modified order will be entered on 
record. 

‘lhe application for this order was made by the Central 
Trust Co, in order to fix the status of the several obligations 
of the company. Those will consequently rank in the fol- 
lowing order: 1. Receivers’ certificates, $2,000,000, to pay 
mechanics’ liens and taxes; 2. General mortgage bonds, 
$17,000,000, held by the Central Trust Co.; 3. Receivers’ 
certificates, $2,200,000, issued to take up certain promissory 
notes secured by first mortgages on terminal facilities.” 

The officers of the Central Trust Co. say that of the $50,- 
000,009 of general mortgage bonds authorized by the 
Wabash only $17,000,000 have ever been issued. This 
amount was issued, sold, and the proceeds used for improve- 
ments, etc., on the Wabash road. The remaining $33,- 
000,000 were set aside specifically for the purpose of taking 
up the old bonds of the various companies consolidated into 
the Wabash, St. Louis & Pacific, but no part of this $33,- 
000,000 has been issued, and no exchange of old bonds for 
general mortgage bonds has been made. The $2,200,000 of 
receivers’ certificates which are placed in tbe third class are 
supposed to represent the notes of Messrs. Gould, Sage and 
Humphreys, given to take up the floating debt of the 
Wabash. 

It is announced that on July 1 all the Missouri Pacitic of- 
ficers who have heretofore exercised jurisdiction over this 
road will retire and the Receivers will from that date oper- 
ate the line independently of the Missouri Pacific and with a 
separate staff of officers. The new appointments will prob- 
ably be announced in a very short time. 

It is said that the company has entered into an agreement 
for the surrender of the Quincy, Missouri & Pacific road 
which has been part of its system for several years. The 
road will then be operated as an independent line. 

In St. Louis, June 28, the report of the master on the 
applications made by the Receivers was presented, and an 
order made by the Court substantially as follows: The Re- 
ceivers are to pay interest as it matures upon the bonds 
enumerated below : North Missouri firsts; St. Louis, Coun- 
cil Bluff’s & Omaha; Clarinda Branch; Toledo & Illinois: 
Lake Erie, Western & St. Louis; Great Western; [Illinois & 
Southern Iowa; Toledo & East St. Louis; Toledo, Wabash 
& Western of 67; Wabash Union bonds of °77 and ’79: St. 
Charles Bridge bonds; St. Louis, Omaha & Council Bluffs: 
Omaha Division; Quincy & Toledo; Toledo & Wabash: 
Wabash & Western; Great Western of '59; Boone Count: 
and Booneville, and Hannibal & Naples. All these bonds 
were issued previous to the consolidations by which the 
present company was formed, and the semi-annual interest 
payable upon these amounts to $1,202,590, It is further 
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ordered that the Receivers pay the interest on the Chicago 
Division bonds issued in 1880. 

The Court orders that the Receivers keep the accounts of 
the earnings and income and of all the operating expenses 
upon the following divisions separately: Detroit, Butler & 
St. Louis; Eel River; Quincy, Missouri & Pacific: Indian- 
apolis, Peru & Chicago; Toledo, Peoria & Western; Havana 
Division ;; Centreville,{ Moravia & Albia; Cairo Division: 
Champaign, Havana & Western; Iowa Division. The Re- 
ceivers are directed to make quarterly reports showing not 
only the earnings, income and expenses of each of these 
lines, but also the methods by which the separate earnings 
are ascertained, 

While the master’s report was under consideration the 
Court asked the Receivers to give some idea of the present 
condition of the road. Mr. Tutt said that the somiots for 
June bad been $1,100,000, and the operating expenses 
$1,000,000, leaving a net balance of $100,000. No opposi- 
tion was made to the order, except that there was some dis- 
cussion in relation to paying the interest on the Chicago 
Division bonds, as those bonds were issued after consolida- 
tion. Buta statement of the Receivers showed that this 
division was necessary to the road, and that its earnings 
were very largely in excess of the expenses. 

The Receivers give notice that, the order of the Court vot 
baving granted until June 28, there was not time enough to 
arrange for the payment of those coupons which are due 
July 1. Arrangements are in progress, however, and the 
payment will not long be delayed. 


Western Maryland.—Tbis road suffered severely from 
the heavy rain storm last week. At Varick station, 25 
miles from Baltimore, the main track was carried away fur a 
distance of 800 ft. and there were smaller wasbouts at Union 
Bridge and in the deep cuts near the Blue Ridge. On the 
Cumberland Valley Branch the damage was also considera- 
ble, several bridges being washed away in the neighborhood 
of Waynesboro, The damage bas since been repaired and 
trains are running regularly. * 





West Jersey.—This company makes the following state- 
ment for May and the five months ending May 31 : 





May. —-—Five months.—— 

884, 1883. 1884. 1883. 
Earnings.......... $102,969 $92.413 $415,134 $369,161 
Expenses .......... 69,056 62,399 262.931 248,869 
Net earnings ... $33,913 $30,014 $152.203 $120,292 
Per cent. of exps.. 67.0 67.5 63.4 67.4 


For the five months this shows an increase of $45,973, or 
12.5 per cent., iu gross earnings; an increase of $14,062, or 
5.6 per cent., in expenses, and a resulting gain in net earn- 
ings of $31,911, or 26.6 per cent. The West Jersey & At- 
lantic road contributed $7,991 of the net increase. 





ANNUAL REPORTS. _ 





The following is an index to the annual reports of railroad 
companies which have been reviewed in previous numbers 
of the current volume of the Railroad Gazette : 





Page, Page 
Atchison, Top. & Santa Fe. .64,319 Missouri Pacific..............26, 3: 
Baltimore & Potomac _...... 445 Montpelier & Wells River ..... 445 
Roston, Concord & Montreal..411 New Haven & Northampton. ...147 
Camden & Atlantic............. 195 N.Y, Chicago & St. Louis..... 375 
Carolina Central............... ‘ . Y. & Greenwood Lake..... 494 
Central Pacific............. - 337 . Y., Lake Erie & Western....231 


Charlotte, Col. & Augusta. 


~ 

ig 

w 
ZAZA 
Mii ene 


. N. Haven & Hartford.... 27 
NS eT Ree , Ontario & Western...... 
Chesapeake & Ohio.... - .» Pepnsylvania & Ohio....12 
Chesapeake & Ohio Canal......445 N. Y., Suequohenns & West... 1 
Chicago & Alton................ Norfolk & Western.............. 
Chi ,Burlington & Quincy..259, 318 Northern Central....... .. .... 
ChL, Milwaukee & St. Paul..7,241 North- rn (New Hampshire)... 
Chi., Rock Island & Pacific....445 Pennsylvania & New York 
Chi, St. Louis & Pittsburgh..293 Pennsylvania Rafiroad. 
Chi, St. Paul, Minn. & Omaha..375 Perkiomen 


CUCTSDUSE ...- 65 rene scene 
Philadel ; 


& Read 
Cin., Wash. & Baltimore... .46, 445 iladel wil. 
























phi & Balt 
Cleveland, Col., Cin. & Ind.....278 Pittsburgh & Castle Shannon..164 
Cleveland & teen --46 Pittsburgh, Cin. & St. Louis ..41. 
Columbia & Greenville 87 Pittsburgh & Lake Erie......... 4 
Columbus, Hocking Vy. & Tol 202 ttsburg . 
COUN, coc ist Geuseees vdcccecd 392 =Pittsburgh, 











Connecticut River..... 
Consolidation Coal Co 
Cumberland Vailey.... . 
Dela. & Hud. Canali Co 40, 250 

Delaware, Lacka. & Western..165 Rochester & Pittsbu 
Denver & t jo Grande...... .. 206 

Eastern R R. Association... ..35 
Eliz., Lexington & Big Sandy 
Fitchburg 
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Han. Junc., Han. & Gettysb’g..427 Sandy River 
Hartford & Conn. Western.....165 


Portland & Ogdensburg 
















Savannah, Florida & Western 536 


a pe 196 Seaboard & Roanoke...........! 
Houston & Texas Central....... 241 Shenango & Allegheny ......... 293 
Huntingdon & Broad Top Mt..107 South Carolina.................. 105 
llinois Central............. 164,202 Terre Hante & indianapolis.. 404 
nternational & Gt. Northern.337 Terre Haute & Logansport..... 
Kentucky Central.............. 279 Texas & Pacific......... , 337 
SOE, Oe BANE, a cnasvnecne avec 87 


Lake Shore & Mich. Southern. .358 
Lehigh Coal and Navigation Co.147 
lehigh Valley....... ... soe e7, 139 
OUD OO rrr 410 
ittle Rock & Fort Smith . 463 

















-337 

Marquette. Houghton & Ont...393 87 

Mexican Central. ............0.- 279 rgh. 46 

ichigan Central........ ...... 359 Wilmington, Col. & A isos’ @ 

Milwaukee, Lake Sh. & West..279 Wilmington & Weldon.......... ” 

ississippi & Tennessee........ 8% York & Peachbottom...... ... 411 
Missouri, Kansas & Texas.....337 


Chicago, Rock Island & Pacific. 





At the close of its last fiscal year, March 31, 1884, this 
company worked the following lines of railroad: 








Main line, Chicago to Council Bluffs............... 500.4 
Kansas ** Davenport, [a., to Atchison, Kan....... 345.0 
Leavenworth “r., Atchison Junc. to Leavenworth, Kan... 21.5 
Kansas City Line, Cameron, Mo., to Kansas City, leased.. 54.3 
Oskaloosa Branch, Washington, Ia., to Knoxville........... 77.5 
Peoria = Bureau Junc. to Peoria, leased.......... 46.7 
Branch line, South Englewood to South Chicago..... 7.5 
Branch “ Wilton, Ia.. to Muscatine.... ........... 12.5 
Branch “ Newton to Momroe...............0.0008 17.0 
Branch * Des Moines to Indianola and Winterset.. 46.9 
Branch Menlo to Guthrie Centre... ....... ... 145 
Branch Atlantic to Audubon..................... 24.5 
Branch Atlantic to Griswold. 14.7 
Branch “ Avoca to Carson. . 17.6 
Branch * Avoca to Harlan............... 1L8 
Branch Keokuk to Des Moines, leased 162.2 
Branch “ Mt. Zion to Keosauqua. .. 4.5 
Branch * Wilton to Lime Kilns. ... 5.0 

ins 3-50 0e Whe asnless hip thbhiexuiisadinek a. aneel Uae 1,384.1 


Of the road operated the company owns 1,120.9 miles 
and leases 263.2 miles. There are 140 miles of second track, 
and 271.9 miles of sidings. Of the road 236 miles are in 
pane, 921.7 in Iowa, 224.4 in Missouri and 2 miles in 

sas. 

The only addition during the year was the branch from 
Wilton to the Lime Kilns, 5 miles. As compared with last 
year’s report a number of small changes in mileage are re- 
— due apparently toa remeasurement of the several 

nes. 


28 sleeping, 9 dining, 9 postal and 44 mai! 





The equipment consists of 315 locomotives; pet pew 
= 4 land ex: 
press cars; 4,554 box, 1,158 stock, 1, and coal 


’ 
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212 caboose and drover’s cars; 2 officers’ and pay cars, and 
670 service cars, including hand-cars. 

The general balance sheet is as follows: 

Liabilities. 

Capital stock fixed $50,000,000, amount issued... .$41,959,800.00 
Fractional scrip outstanding. convertible into 

GOOGIRS aie sec seated tes tcevdecceces $6 d 6 ‘ae 200.00 
Six per cent, mortgage coupon bonds. ... $6,510, 
Six ber cent. mortgage reghtered bonds.. 5,990,000 


h ced... *31000°000.00 
Chicago & Southwestern bonds, guaranteed...... .. 5,000,000. 
Addition and improvement account................ 7,000,000.00 
UOMEW BONE ios ccc nck vtec coc cocccestocs 11,238.84 
Profit balance of income accouat........ .......... 380,098.01 
y EE rt: aD) Bey Cee Pee eee $66,851,336.85 
Assets. 
Cost of road and equipment, including all branch 
a ae, ee 8 TLS Re Se LS AE RA $58,467,423.62 
Jost of railroad bridge at Rock Island.... ......... 758,526.10 
Capital stock and bonds of connecting roads....... 3,468,679.83 
Loans, payable on demand, and cash in New York. 3,207,035.63 
Six per cent. Chicago, Rock Island & Pacific bonds. — 600,000.00 
Due from Post Office Department............... ..- 60,400.56 
Stock of material, fuel, ete., on hand... .... ere 282,267.99 
Cash and balances due from other roads in hands 
of Local Treasurer, Chicago... ..............6.05 7,006.12 
EE si te BG act chi cdicedeeidd ae Se ENi sae wsiSue Meet $66,851,336.85 


There is no change in amount of stock or bonds, but the 
amount of bonds held by the c.mpany decreased $1,200,000 
during the year. ‘Chese bonds have been sold at the market 
rate, and the avails invested in stock and bonds of connect- 
ing and other railroads for the protection of this company’s 
interest. 

The train and car movement was as follows: 








Train miles: 1883-84. 1882-83. Ine. or Dec. P.c. 
Passenger...... 2,408,634 2,367,731 I. 40,903 38 
WRI cecnc ss oc sevas 7,007,495 6,623,435 I. 384,060 5.8 
BOTVICE.. 2... 2s cee eee 585.179 70L512 D. 116,333 16.6 

DONE 6253 cnet 10,001,308 9,692,678 I. 308,630 3.2 
Car miles: £ 
Passenger...... .. .. 13,526,591 12,468,554 I. 1,068,037  8.! 
ee Teer 97,457,832 91,643,471 I. 5,814,361 6.5 
Service............... 3,020,685 © 3,769,300 D. 748,615 19.8 

, Pw Rene 114,015,108 107,881,325 1. 6,133,783 5.7 

Av. train load; f 
Passengers, No....... 5z 56 OD. 3. 54h 
Freight, tons.. ...... 105 106 D.z 1 09 

Average receipt: ne Fe 
Per-pass. train mile.. 154.0cts. 155.0 cts. D. 10ct. 0.7 
Per freight train mile. 115.0 “* 320.0 * D. 60 * 4.2 
Ay. cost per mile, all 

rere 73.0 * WD: **:. 0.3 0.4 

Locomotive service cost 16.83 cents per mile run; main- 


tenance of way, 14.35 cents. There were 163,543 loaded 
cars moved across the Rock Island bridge—81,860 east and 
81,683 west. 

The traffic for the year was as follows : 


1883-84. 1882-83. Ine, or Dec. P.c. 

Passengers carried... 2,813,327 2,784,722 I. 28,605 1.0 
Passenger-miles .... 128,819 160 as vee D. ed yt 
i 34,253 4.7 


Tons treight carried 3,618,141 3.454.888 I. 
Tou-miles............ 734,601,380 677,731,319 I. 56,870,06) 8.4 


Av, rate; 
Per passenger-mile 2.572 cts. 2.504cts. I. 0.068 ct. 2.7 
1.100 * Kis They 


Per ton-mile..... 0.070 * 6.0 

The average cost per unit of traffic, assuming one passen- 
ger-mile equal to one ton-mile, was 0.817 cent last year, 
against 0.852 cent in the preceding year. The average 
passenger journey last year was 46 miles; the average 
freight baul was 203 miles. For the company’s use 344,884 
tons of freight were carried 29,874,834 miles, for which no 
charge was made. This freight is not included in the state- 
ment above. 

The earnings for the year were as follows: 














883-4. 1882-83. Inc. or Dec. P.c 
oan $8.056,316 $7,928.237 I. $128,079 1.6 
Passengers........... 3,313.449 3,333.069 D. 19,620 0.6 
Ree ee” 260,564 203,344 I. 57,220 282 
FEXPPOMB. . vc00 22500018 144,825 142,288 1. 2.5387 1.8 
Rents, interest, ete.. 600,147 441,026 {. 159,121 36.1 
Car mileage.... . .. 149,306 129,262 I. 20,044 15.6 
Telegraph,........... 10,908 12,677 D. 1,769 13.8 
TOME. ccs sacs $12,535,515 $12,189,903 I. $345,612 2.8 
Expenses........ ... 298,002 7,109,817 I. 188,185 2.6 
Net earnings... .. $5,237,513 $5,089,086 I. $157,427 3.1 
Gross earn. per mile. 9,057 8,827 I. 230 «2.6 
Net = * 3,784 3,679 I. 1052.8 
Per cent. of exps.... 58.22 58.33. D. 0.11 


Taxes are included in expenses. Renewals included 5,574 
tons of steel rails and 529,576 new ties, making 59 miles 
relaid with steel and 200 miles furnished with new ties; 
a renewal of about 314 per cent. of the rails and 11 per cent. 
of the ties. : 

The operating expenses in detail were as follows : 














General office—salaries, etc..........-.- 6 cece ee eee cee eee $210,506 
Kegel GRMOMECE.... 55. cee cette es tecceeceeees coeeee ae $2,277 
Books, printing and stationery.......... ...--. --++ee+eees 70,443 
Outside agencies and advertising............ -......+.... +078 
Agents and station service............ ---.-eseeeeee wees 881,164 
Station supplies .........20. cect cece reescceceereccccceecs 94,395 
Telegraph CXPOUSES... 2... 2.0. cece cece ce te ces cenees 421,060 
Water supply Papas waisted on Uaededlsy cwwhions$¢ 00.agtca ren 74,356 
Repairs of engines and tenders..............-. seen ee 349,132 
Engineers, firemen and wipers.................-.---0+-eeees 650,660 
RE rece eo eee 65 3,574 
CTE, RRO incest 5 Svcs acc ccssecececs coeess 43,42 
Repairs of passemger Cars ............ 6. cece cece teen eees 157,557 
POCUORMOE CORI MOETISS .oacn snes. . eee Sek steredceen gegen 48,241 
PASSOURET trAln GANPUES, -. 2.2.2... .2 20sec cc cnccceesengee . 25,246 
PRGROUNOE WE Ina ccc sesds cate esses: ceccwseesgccs 11,283 
Diming COP GROOOMEM 5S ie. ek ES ain cis onc cence cctae 86 
Remaire OF BeeteO GOES. 2 a). cnc. i cn ces cece cece es ecen es 
DCMS CUNEO xin ins Dd Rwsdeesee wee Keaccs scissile 
Freight train supplies... ...............000 bee eee ee 
Freight car mileage. .. ss 
Benewal of rails................. s» : 
DDD Gas eile) Cit eioce Sai aS ee secece acted 
kepairs of roadway and track.......... ©. -....--.eeeeees 
Repairs of fences, crossings and signs.................... 
Repairs of bri . culverts and cattle guards............. 22 
Repairs of buildings and fixtures... ..... ..... ....... 
Loss and damage of goods and baggage........ ......... 
ee SR ee ae eR rer err ree 
Cattle killed and damage to property.......... .......... 
CHEEUING OONIND oon 50, <5 Gerdieie hh GS deed he cons cecteceed 
a SCN, 6 ati he st Ea hs IS So ke i cae eed 

ORR. cane Crenden URL oamil Kee pANes Thess. oop . $7,298,002 


The average number of men employed on the road was 
8,191, or 6.06 per mile of road. Tne total amount paid in 
wages was $4,000,787, being 54.8 per cent. of the total 
expenses. The average amount paid for wages per month 
was $333,399, or $41 per man, The number employed in 
each month varied from 8,910 in September to 7,037 
in February, the greatest variation being in the Road 
Department, In the month nearest the average the pro- 
portion of the total force a in each department was 
as follows: Road department, per cent. ; machinery and 
car departments, 31; station service, 18; train service, 153,; 
general and supply offices, etc,, 24¢ per cent. 

The Land \t reports sales of 12,851 acres of land , 
for $123,785; an average of 89,68 per acre. Interest collec- 





tions on land notes were $£9,629. The land notes now on 
band amount to $1,129,178. From the collections of the 
office the sum of $470,000 was paid over to the Treasurer of 
the company. The Land Commissioner says: ‘The lands 
now lemaining unsold amount to only about 22,605 acres. 
These are mostly in Audubon and Guthrie counties, in lowa, 
and mostly consist of rather hilly land, better suited for 
pasturage than tillage. As the surrounding lands are all 
taken up and, generaly, in cultivation, these will be in good 
demand by local purchasers, as soon as the effects of the past 
year’s unfavorable crops pass away. Should the coming 
harvest prove remunerative to farmers, undoubtedly the 
greater portion will be disposed of during the current year.” 
The disposition of the net receipts of the company was as 
follows : 
Net earnings... 


5.297 512.54 
Net cash receipts 


"470,000.00 


Stee che sccaicws 
Interest on bonds ....... 
Rentals on leased lines 


nS cdg pakich eat ioe eng re ek Dak 
$1.002,350.00 


301,121.52 


Rentals and tolls, Missouri River 
ee eee ast e 177,784.19 
Dividends, 7 per cent... .............. 2,937,186.00 
———--—---———. 4,418,441,71 
Surplus for the year........ OOTP OTe 
Carried to addition and improvementaccount. ..... 


1,200,000.00 
$89,070.83 
291,027.18 


Balance... Me aint atcatn'yla ettnis, marae wore REAS dV Se 
Balance from previous year 
S Pawac abe $380,098.01 

The amount charged to construction account was $438,- 
706 and to equipment account $308,045, a total of $746,751, 
the largest items under construction being $106.395 for fill- 
ing trestles. reducing grades and changing line; $66,891 for 
second track; $53,378 for masonry and bridges, $51,972 for 
new sidings and $38,492 for new branches. 

President Cable’s report says: ‘‘ The increase (nearly 10 
per cent.) in revenue from through freight indicates that 
your company is maintaining its position with its competi- 
tors, and when abundant crops and prosperous seasons re- 
turn to the section of country traversed by your lines of 
road, a marked increase of revenue may be safely predicted 
at even the present low rates. * * * * 

‘A double-track iron truss bridge (8 spans, each 154 ft.) 
is being constructed over Rock River, between Colona and 
Carbon Cliff stations, Ill., to replace the single-track wooden 
structure now in use. It is expected this work will be com- 
pleted in time for the heavy business in the fall. A single- 
track combination bridge across Bureau Creek, between 
Bureau and Tiskilwa, Ill., is being replaced by an iron truss 
bridge, double track, three spans, each 102 ft. long. An 
iron truss bridge, 125 ft. long, has been completed over 
Duck Creek, near Davenport, Ia.; and at other places, 
where needed, iron bridges or stone culverts have been sub- 
stituted for less substantial structures. 

“An important change of line has been made near Floris, 
Ia., by the construction of about three miles of new road, 
thereby reducing heavy grades and excessive curvatures, at 
the same time dispensing with high and long wooden tres- 
tles and substituting permanent structures of iron and stone. 
Work of a similar nature is also in progress between Bureau 
aud Pond Creek, Ill., and a short distance east of this im- 
provement the channel of Bureau Creek has been changed, 
whereby two wooden trestle bridges, aggregating 470 ft. in 
length, have been dispensed. with. These changes have been 
made preparatory to laying the second track now in process 
of construction. 

“For the joint use of this company and the Chicago & 
Atlantic Co., a passenger and freight transfer depot has 
been erected at Auburn, IIl., one-half cost of which was paid 
by each company. Combined passenger and freight depots 
have also been built at Underwood, Ononwa and Marion, 
Ia., and a new coaling house, capacity 200 tons, at Rock 
Island, Ili. Track scales have also been placed at several 
stations. 

‘*Nine and one-tenth miles of additional side tracks have 
been laid at stations on the line where required by increase 
of business. We do not report any additional second track 
for the vear, though there is under construction 221 miles 
(from Bureau to Sheffield, [ll.), which will be ready for use 
at an early day. When this is completed, the main line in 
Illinois will be a continuous double track, with the excep 
tion of 224¢ miles (from Sheffield to Geneseo). 

“A branch road has been built from Wilton, Ia., in a 
northerly direction toward Tipton, the present terminus 
being at extensive lime kilns, 5.02 miles trom Wilton. 

‘* Six locomotives, 4 sleeping cars, 3 first-class passenger 
cars, 3 revlining-chair cars, 3 dining cars, 1 railway post- 
office car, 3 baggage and express car's, 132 stock cars, 100 
box cars and 23 drovers’, caboose and other cars have been 
added to the equipment. 

‘*The policy pursued by former administrations, of leav- 
ing nothing undorte to increase the efficiency cf the roadway 
and equipment, has been continued under the present man- 
agement, whose efforts in this direction bave been ably sec- 
onded by the officers and employés generally, to whom the 
board desire to express their appreciation of valuable ser- 
vices rendered.” 


Profit balance of income 


Vermont Valley. 


This company (which is controlled by the Connecticut River 
Railroad Co.) owns a line from Brattleboro, Vt., to Bellows 
Falls, 24 miles. The report is for the year ending March 31. 

The company also owns the Sullivan County road,’ from 
Bellows Falls to Windsor, 26 miles, but the earnings of that 














road are reported separately. 

The capital stock is $1,000,000; the funded debt consists 
of $800,000 bonds of one issue, bearing 5 per c: nt. interest. 

The earpings for the year were as follows: 

1883-84. 1882-83. Inc. or Dec. P.c. 

Freight... .. = RA - | xadvais sabes ia 
Passengers .. ng? | eae ati ks | pean ~" 
EO os We cee dcvere Me. dtc asae ous . 

Sik cit Se $170,698 D. $3,773 2.2 
BEDORGOS «555. ncisee<cos IDR 100.377 IT 1697 1.9 

Net earnings........ $64.651 $70.32 1 D. $5,670 31 
Gross earn. per mile.... 3, 7,112 dD. 157 2.2 
Nit = “ aa 2,930 D. 236 8.1 
Per cent. of exps....... 58.80 I. 2.47 





‘The usual renewals were made and also a number of im- 
provements, which are included in expenses. The business 
of the line is chiefly in through traffic to and from the Ver- 
mont lines. 

The income account is as follows: 
Net earnings, as above. .................... 
Iuterest and rentals.. .... 





ae tr Te 
Re Sar rere rt erry Git 43 cee $2,000.04 
OBE AE ee ere ater re 1,500.0 
RR ne wctiatingawig v vile 5 dh @kbiilg . 60 
— —— 65,500.04 
Meares Ler be FOO sds. 54) < anise iv: Seas s Sasieask awe $7,406.70 


Balance from previous year 
Balance March 31, 1884 


. 56,61413 
+1 +2$64,020,83 


{[JuLY 4, 1884 








The dividends paid were two of 3 per cent. each. Interest 
on the bonds is provided by the earnings of the Sullivan 
—* road, for the purchase of which the bonds were is- 
sued. 





Louisville, Evansville & St. Louis. 
This company owns a line from New Albany, Ind., to Mb. 
Vernon, IlJ., 80 miles, with brancbes from Evansville, Ind., 
to Jasper, 55 miles, and from Gentryville te Rockport, 18 
miles, making 253 miles in all. No trains use the Jefferson- 
ville, Madison & Indianapolis tracks from New Albany to 
Louisville, 7 miles, and its St. Louis connection is made over 
the Louisville & Nashville road from Mt. Vernon. The 
following statements are published for the year ending Dec. 
31 last, the first fiscal year since the completion of the road. 
The earnings for the year were as follows : 
on Jar ere 


«e+ +. $365,201 
Passengers... ..... Fn 











:S a0 edonaeete 229,899 
Mai!, express, etc .. <..........2... 37,829 
Total (92,502 per. mile)... 6.2.00 scecsccconaviced - $632,929 
Expenses (82.44 per cent.).. ... ... 521,999 
Net earnings ($438 per mile) ..... ......... ‘ _..$110,930 
BE Seria eee : 
DEA SU ictas  Gielectktlss voiwswgswecdes estes tees 
Interest on floating debt 
———__ 63,427 
Re NE SS oo on kis. teak aeSicacscarmoek (eee $47,503 


No comparison can be made with the previous year, as 
only a part of the road was then in operation, without 
througb connections. The coupons on the bonded debt are 
funded for three years. 

The rentals paid will be largely reduced for the current 
year by a contract made with the Pennsylvania Co. as lessee 
of the Jeffersonville, Madison & Indianapolis road, and dat- 
ing back to Aug. 1, 1882. A contract has heen made with 
tho Louisville Bridge Co. which also dates back to Aug. 1, 
1882, and under which there will be rebated to the com- 
pany about 30 per cent. of its payments during the fiscal 
year. There bas been expended during the year $103,900 
for construction, in the building of depots, side tracks and 
otber permanent improvements. It will be remembered 
that at the beginning of the fiscal year the railroad was by 
no means finished, and as business increased, many improve- 
ments became absolutely necessary. 

The report continues: ‘ During the year we have paid 
$11,590 on account of our car trust. The debt of the com- 
pany upon our car trust is $551,829. Arrangements have 
lately been made to extend that trust over a period of 10 
years. We have purchased six locomotives and five passen- 
ger cars, which have been added to the trust, and our 
monthly payments (including interest upon it) in the future, 
upon it will amount to but $583. During the four months 
ending April 30 of the present year (1884), the gross earn- 
ings amounted to $186,355 (April estimated), showing an in- 
crease of 18 ner cent. over the same four months of last 
year. The floods of February, 1883 and 1884, inflicted 
quite considerable damage upon our property (about $60,- 
00), it being overflowed at afew points. This damage is 
incidental .to the peculiar position of our road, but can 
hardly be expected to prevail so extensively in the future. 
The prospects of increase in our local business are quite flat- 
tering. Many large manufacturing establishments are be- 
ing established upon the line of the road. The popula- 
tion is increasing rapidly, and some of the towns report an 
increase during the year of 100 per cent. Our coal business 
has not grown as rapidly during the year as we had reason 
to expect, but we have lately made arrangements by which 
the coal properties upon the line of the road will Le vigor- 
ously worked, and we look during the coming season for a 
very large increzse in that department of our traffic. To 
the future of the property the directors look with encourage: 
ment. They believe we are nearing the end of the usual 
discouragements attending the building of a new railroad. 
A comparatively new country bas been developed, rapidly 
filling up with a thriving and industrious population. Its 
local business alone ought very soon to sustain the road, and 
the great saving of distance between St. Louis and Louis- 
ville and Cincinnati will naturally command for it a very 
extensive through business.” 


Cleveland, Lorain & Wheeling. 





This company owns a line from Black River, O., to West 
Wheeling, 158 miles. The present company succeeded, by 
purchase at foreclosure sale, to the Cleveland Tuscarawas 
Valley & Wheeling, and its first report covers the period 
from Feb. 17, the date of the transfer, to Dec. 31, 1883. 

The equipment consists of 31 locomotives ; 12 passenger 
and 5 baggage cars ; 119 box, 2,247 coal and 9 caboose cars ; 
1 pay car and 2 tool and derrick cars. The business of the 
road is chiefly in coal. 

The general account is as follows : 


6c anon snnssGvad sons onkavas 


$1,000.000.00 
Preferred stock.... 


enn’ 3 sabebidhise <ueaaetewbnde 4,600,000.00 

Funded debt.... 700,000.00 

RT OROUNIOE. ic cciesccctt w aye @ Sabedeaws 60,853.31 

Balance.......... ‘ 317,286.42 

Seer wiohes;cic'bd ce! Sip were eaves secs asl ice a 
Cost of road, etc ....... .. .... .....-$6,343,836.07 
|, PRR ETE Rar Oe eee 17,798.86 
Cash and cashassets.... .... ........ 316,584.80 

—-——— 6,678,139.7% 


Cost of road was increased $43,836.07 by expenditures 
fur real estate and new equipment. The funded debt con- 
sists of $700,000 old 7 per cent. bonds, subject to which the 
road was sold. The present company has issued no bonds. 

The earnings ani income account were as follows: 








NES .cnn5 neet 04 cece, xeeee- tune .. «+--$799.939 
Passengers. ... . 120,809 
AER te Sait Rai de shade nhs Odd cas seawee .caivtes 17,713 
Total ($5,940 per mile)................ veceeeeeces + $038,461 
| Expenses (60.90 per cent.)... ° -- 572,175 
Net © .rnings ($2,318 per mile) . ....... .. .....0. $366,286 
| Interest on bonds ea gdd mc0akhsle Pais aoa ween 
| SEO, CMIRNNN PIT, WUE. 62 vs sve nveness s ep gen6 - 43,336 
Supplies. ....... ... 17,709 
—— 110,545 


Surplus for the year... 12... 6 cise ces a deceves sees GBO0, 741 
The expenses inclu lev taxes, which amounted to $17,881 
for the year. 

Extensive renewals were made aud the track is now in 
good condition. About 39 miles of the road are still laid 
wi'h iron, which is to be replaced as fast as possible. 

In April 500 coal cars were bought from the Chicago Car 
Trust at $350 each, payable in 84 monthly installments, 
with interest at 6 per cent. The last paymeut on these cars 
will be due April, 1899, This addition was not found to be 
sufficient, and in Desember avother contract was made 
with the Chicsgo Car Trust for 1,000 coal cars at $340 each, 
on similar terms, the cars to ba delivered by June 1, 1884, 





It is believed that this jasrease will enable the road to 
extend its coal tra ie, 





